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Shaw’s Friction Buffer. 





The accompanying illustrations show a form of friction 
buffer which has lately been introduced by Mr. Thomas 
Shaw, of Philadelphia, and has been adopted by the New 
York, West Shore & Buffalo, and other railroads. The 
principle of the buffer is simple, and is clearly shown in 
Figs. land 2. The buffer is clamped to the head of the rail 
by means of set screws acting on a stiff spring, which bears 
on a friction-plate pressing on the top of the rail. The 
anount of pressure can thus be regulated by the screws, and 
the spring allows for any inequality in the surface of the 
head of the rail, dus to wear, etc. 

The shoe fitting the underside of the head of the rail is 24 
in. long, and the friction-plate hearing on the upper surface 
of the rail is 20 in. long, thus providing a large frictional 
surface. 

The buffer shown in Fig. 1 is intended for engines, the 
nose of the pilot resting on the stepped projecting portion. 
It is evident that when a pilot strikes any object, the ten- 
dency is to force the front end of the pilot downward. This, 
however, is arrested by the steps on the friction buffer, and 
any downward tendency of the pilot merely serves to make | 
the friction plate press harder on the top of the rail, and the 
pilot has then only to stand a horizontal thrust, which is not | 
so well calculated to tear it off the engine and double it 
up. 

Fig. 1 is a longitudinal section of the engine buffer ; as 
shown in the cut, the left-hand side is presented to an ad- 
vancing engine. The buffer is mounted on a central rail. 
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Fig. 2 is across section of this buffer. Fig. 3 shows the 
buffer used for cars. The car wheels or brake work strike 
against the buffer, which is faced with wood, to prevent in- 
jury to any bolt beads in the brake beam. Two car buffers 
and an engine buffer may be coupled together, as shown in 
fig. 6. Fig. 4 is a cross section of the car buffer. 

Fig. 5 represents a buffer on the same principle, clipping 
the rail, but so arranged that it is first struck by the end 
sill of a car if placed upon the ordinary rails of the track, 
and by the draw-head if placed on a central rail. 

Fig. 6, as already explained, represents a combination of 
two car buffers and one engine buffer. 

Fig. 7 isa view in plan of a form of buffer suited for a 


station buffer st»p, the centre timber beam being struck by |! 


the draw-heai and the sides by the wheels or brake gear. 

Buffers split longitudinally are provided where it is not 
convenient to slide the solid cast buffer upon the end of rail. 
The split buffer is simply unbo!ted and placed on the rail 
and set for friction the same as the solid pattern buffer. 

The inventor says: ‘‘The maximum load is set for three 
tons friction upon the rails. Ordinarily one ton is suffi- 
cient, in which event one ton pressure derived from motion 
of the train caus?s the buffer to slide upon the rails for a dis- 
tance of 2 to 10 ft., according to speed ani weight of train.” 
Taking the weight of au ordiuary passenger train, including 
engine, at 259 tons, it wouldstrike a blow equal to 225 foot- 
tons when running at 5 miles an hour. Assuming that the 
brakes were off, and that the friction of each of the buffers 
were only 3 tons as stated, thay would be moved somewhat 
less than 25 feet. A gooic »ntinuoas brake will, when applied 
with full force, exert a retarding inflasnce equal to one-tenth 
of the weight of the train, and therefore would in this case stop 
the train in about 9 feat. We cannot therefore help thiok- 
ing that Mr. Shaw considerably underestimates the retard- 














Fig. 2. 


ing influence of his buffer, which should give a resistance 
nearer 10 than 3 tons to be of much use. A buffer with a 
retarding influence of only 3 tons could easily be pnshed 
along by an engine under steam, and would hardly serve 
the purpose of a station buffer stop, which should certainly 
be more effective in stopping a train than any continuous 
brake. 
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Henry Villard’s Defense of His Management. 


Mr. Henry Villard has addressed the following statement 
to the stockholders of the Northern Pacific Railroad Com- 
pany : 

My direction of your affairs became the object of much 
unjust criticism, and even of abuse, toward its close. I 
deemed it best, in your interest, and most in accordance 
with self-respect, to say nothing further upon my retire- 
ment from the presidency, in justification of my manage- 

- ment, than what had already been said to you in my arnual 
reports for the years 1881-82 and 1882-83. The proper 
time seems now to have arrived, however, for submitting to 
you another review of my laborsin your behalf, together 
with some special explanations of the causes that led to the 
disappointments of my administration. Upon my accession 
to the presidency every agency and every resource at my 
command were at once emploved to carry out, with the ut- 
most energy and the least loss of time, the general pro- 
gramme, in pursuance of which I had sougbt and obtained 
a controlling interest in the stock of thecompany. This 
programme was: 

To complete the main line across the continent to the Co- 
lumbia River with all possible dispatch. 

Yo secure for the company the exclusive command of the 
traffic of the North Pacific coast, that is, of Oregon, Wash- 
—_— Territory, Puget Sound, British Columbia and 

aska. 


To insure the quick development of the territory tributary 
to the Northern Pacific, to build up local traffic, prevent en- 
croachments upon it by rival interests, and promote the sale 
and settlement of the company’s lands by the construction 
of a well-devised system of branch lines. 

To obtain for the company the advantages of independent 
lines from the main line into the cities ot Minneapolis and 
St. Paul, and from these cities to Milwaukee and Chicago. 

To provide proper terminal facilities, ample to meet pres- 
ent and future traffic requirements, at the eastern as well as 
the western end of the new transcontinental system. 

The task imposed upon me under this programme was a 
vast and most difficult one. It meant for me a load of re- 
sponsibility, care and anxiety such as | believe few men 
bave ever borne in this country. 1t mvolved the building 
of an aggregate of 2,000 miles of railroad, witb all the ap- 
purtenances, carried on simultaneously in Wisconsin, Min- 
nesota, Dakota, Montana, Oregon and Wasbington Terri- 
tory, and of a large fleet of oceun steamers. It necessitated 
the raising of pot far from $125,000,000 of actual money. 
There was work enough for a generation; but, with the aid 
of my able and faithful assistants, it was accomplished, 
nearly all, in less than four years. I will summarize how 
the work was done in the given order. 


CONSTRUCTION AND EQUIPMENT OF MAIN LINE. 


I was elected President of the company in September, 
1881. There remained then still a gap of over 800 miles to 
be filled, in order to complete the main line to the point of 
junction with the Oregon Railway & Navigation Company’s 
Columbia River line. The gap comprised the most difficult 
and expensive work by far of the whole line, in the valleys 

~of the Yellowstone and of Clark’s Fork of the Columbia, in- 
cluding the two large tunnels through the Belt Range and 
the principal range of the Rocky Mountains. The order was 
given to push construction with the utmost vigor on all the 
unfinished divisions. On the Wisconsin, Yellowstoue and 


Rocky Mountain divisions the work was done 
by contractors; on the Clark’s Fork Division, 
by the company itself. Armies of laborers were 
employed, aggregating nearly 20,000 men. It may 


well be doubted whether greater results were ever accom- 
plished in any public or private undertaking, in the same 
period of time, than on those middle divisions in 1882 and 
1883. On July 1, 1881, the erdsof track were 861 miles 
apart. Up to the corresponding day in 1882, 297 addi- 
tional miles were completed, so that but 564 miles remained 
to be finished. During the year ending July 1, 1883, no less 
than 29314 miles of track were laid from the east and 15614 
miles from the west, making a total of 450 miles, or nearly 
one and one-half miles for each and every working 
day of the year. ‘he remaining 114 miles were com- 
pleted between July 1 and Aug. 22, on which day the 
memorable event of joining the two ends of track took place. 
In addition, 40 miles of track were fiuished between Port- 
land and Kalama. Besides the construction of the road 
itself, an enormous amount of additional work was carried 
cn simultaneously, such as the erection of the great bridges 
over the Missouri and Snake rivers, of the main shops at 
Brainerd, of shops for every division, station buildings all 
along the new portion of the line, and of other essential 
appurtenances. Soon after assuming the direction of the 
company, it was found that in order to operate the main line 
in its entirety with safety and regularity, a great deal would 
have to be done by way of renewals and repairs upon the 
Minnesota and Dakota divisions, and even upon the newly 
finished Missouri Division. Beyond the renewal of track, 
many other improvements and betterments were found to 
be needed on the old divisions, and actually provided. 
Ample provision was likewise made seasonably for all the 
requirements of the road in the way of additional motive 
power and rolling stock. During the fiscal years 1881-82 
and 1882-83, the purchases of the company included 274 
locomotives, 95 passenger cars, 14 dining cars, 70 baggage, 
mail and express cars and 6,763 freigbt cars, eitber actually 
delivered or under contract. Proper reference will be made 
in another place to the financial operations carried on during 
my administration, in order to provide for the large expen- 
ditures for these various purposes. 


THE TRAFFIC OF THE NORTH PACIFIC COAST. 


Before 1 became interested in vour company I was the ex- 
ecutive head of the several corporations that practically 
commanded all the coastwise ocean trade from the northern 
boundary of Mexico to Alaska, as well as all the transporta- 
tion business on land and by water in Oregon, Washington 
Territory, and British Columbia. These corporations were: 

1. The Oregon Railway & Navigation Co., owning and 
operating 250 miles of standard gauge railroad in Oregon 
and Washington Territory, and engaged in acarrying trade 
extending over 670 miles of ocean lines (from San Francisco 
to Portland, Oregon), and 667 miles of river lines, the latter 
embracing the navigation of the Columbia, Willamette and 
Snake rivers. 

2. Tbe Oregon & California Railroad Co., owning and 
operating 306 miles of standard gauge railroad in Western 
Oregon, draining the valley of the Willamette. 

8. Tbe Oregon Improvement Co., engaged in coastwise 
passenger, freight and coal traffic, centering at San Fran- 
cisco, extending to all important northern and southern 
California ports, Portland, Oregon, Puget Sound ports, 
British Columbia and Alaska, and employing sixteen steam- 
ships. This company also operated two auxiliary narrow- 
gauge roads, one in Washington Territory and another in 
Southern California. 

It was evident to me, as it must be to every other mind 
capable of grasping the situation, that harmony between 
those corporations and the Northern Pacific was essential to 
the success of the latter. 





For, without the support of the! 


traffic controlled by the other companies, the western half of 
its main line could not possibly be remunerative. Therefore, 
when I once had determined to purchase a controlling inter- 
est in your stock, I was naturally compelled to deal with 
the problem how to establish the desirable concord. There 
were insurmountable legal and other obstacles to an actual 
consolidation of the companies. There was obviously 
but one way open to the end in view, viz.: the con- 
centration of a controlling stock ownership. The best means 
appeared to be the formation of a third company for the 
purpose of acyuiring and holding at once a paramount stock 
interest in the two principal corporations, viz.: the North- 
ern Pacific and the Oregon Railway & Navigation com- 
panies With their control once assured, the acquisition of 
that of the minor companies, viz.: the Oregon & California 
Railroad and the Oregon Improvement companies, appeared 
to be but a question of time and method. Accordingly, the 
Oregon & ‘Transcontinental Co. was organized in June, 
1881. Its purposes were announced in the original prospectus 
of the company to be first to acquire and hold permanently 
a majority interest in the stocks of the Northern Pacific and 


Oregon Railway and Navigation companies, and, 
next, to carry out the general programme outlined 
above. It was further empowered, under the articles 


of incorporation, to engage in any other commercial 
and industrial enterprises that. would serve to _pro- 
mote the interests of the controlled companies. The mission 
of the Oregon & Transcontinental Co. was strictly ful- 
filled as defined. It acquired a controlling interest in the 
stocks of the Northern Pacific and Oregon Railway & Navi- 
gation companies, and as the holder of such, it not only 
established absolute harmony between the companies, with 
many important immediate results in their practical re- 
lations to each other, but proved a faithful and powerful 
ally, whose financial help, as will be shown hereafter, proved 
the very salvation of the Northern Pacitic. 

The Oregon & California Railroad Co. had succeeded, in 
L882, in raising the means to complete its main line through 
Soutbern Oregon to a junction with the Central Pacific sys- 
tem at the California boundary. I[t seemed clear that the 
control of this company, unless promptly secured in the 
interest of the Northern Pacific, would surely fall into the 
bands of the Central Pacific, with the inevitable result to 
the former company of a compulsory division of the busi- 
ness of Oregon and Washington Territory with the latter 
To prevent this contingency, the Oregon & Transcontinental 
Co,, in the spring of 1882, entered into a lease, under which 
the complete control of the Oregon & California system 
passed to it. 

The Oregon Improvement Co. became a member of the 
combination by a sort of personal union, its management 
being identical with that of the Oregon Railway & Navi- 
gation Co. 

My efforts were directed not only to secure control of ‘the 
traffic on the North Pacific Coast as it existed, but to insure 


its rapid growth by the development of the trans- 
portation systems of all the tributary companies. Thus, 


under my direction, the Oregon Railway & Navi- 
gation Co. undertook the construction of 600 miles of 
standard-gauge road in Oregon and Washington Territory 
hetween 1880 and 1884, including the Columbia River line, 
forming the outlet of the Northern Pacific to the Pacific 
Coast, and leased 149 miles of narrow-gauge road in West- 
ern Oregon. This was exclusive of 90 miles of road built 
on the Palousie Branch of the Northern Pacific, mentioned 
hereafter. Of the southern extension of the Oregon & Cali- 
tornia main line 125 miles were completed. The Oregon 
{ailway & Navigation Co, also acquired control of the 
Puget Sound Trattic, and provided a new fleet of fine boats 
for this service. Both the Oregon Railway and Navigation 
and the Oregon Improvement companies added large new 
passenger and freight steamers to their ocean fleet. The 
Oregon Improvement Co. undertook, at its own expense, the 
exploration and development of the coal-fields of Western 
Washington. In these various ways the Northern Pacific 
obtained, without the least cost to itself, and even before 
the completion of the main line, the guarantee, so to speak, 
of a traffic tribute on the Pacific Coast from 1,100 miles of 
railroad, 2,000 miles of coastwise ocean lines and 900 miles 
of river and Puget Sound lines. 


THE CONSTRUCTION OF BRANCH LINES. 


As stated, a system of branch lines was devised, ‘* to in- 
sure the rapid development of the territory tributary to the 
Northern Pacific, and of local traffic from it; to prevent en- 
croachments upon it by rival interests, and to promote the 
sale and setilement of the company’s land grant.” 
Avy judicious efforts to promote the development 
of the tributary territory, whether by providing 
improved means of transportation, or in any other 
way, bad to rest necessarily on an accurate knowl- 
edge of the natural resources of the country. Such knowl- 
edge did not exist as regards almost the entire region be- 
tween the Missouri River and the Pacific coast. To obtain 
it the Northern Transcontinental Survey was established 
with a view to a thorough and systematic inquiry into ugri- 
cultural and mineral resources, climate, water courses, irri- 
gation, soils, forests and general topography. This work was 
prosecuted from July 1, 1881, till my retirement, after 
which it was brought to an abrupt close, so that its useful re- 
sults could only in part be made practically available. When 
lentered npon my duties as president I found a most inju- 
rious conflict peuding between your company and the St. 
Paul, Minneapolis & Manitoba Co., which bad already led 
to the commencement of twodefensive and offensive auxili- 
ary lines under my predecessor, viz., the Casselton and the 
Nortbern Pacific, Fergus & Black Hills branches. 
I followed the same line of policy by providing 
for the extension of the Casselton Branch to the 
Manitoba boundary, and by starting two additional 
branches in Minnesota and Dakota, known as the 
Fargo & Southwestern, and Little Falls & Dakota branches. 
This aggressive action led, after years of constant 
friction and outright hostility, to the conclusion of a 
peace between the two corporations, on the basis of an ex- 
change of lines, that will doubtless prove a lasting one, and 
bas already proved of great direct and indirect benefit to 
your road, Altogether there were built under my admin- 
istration the following branch lines: 


IN MINNESOTA AND DAKOTA. 





Miles, 
Northern Pacific. Fergus & Black Hills............. .... .. 117 
Little Falls & Dakota................. a A ee as ee 88 
ED a IEEE os o'ss 2 cube sede Usceebénciuccsavasce 87% 
Jamestown & Northern............ Sapabensteeseheesseacue. + Sa 
Sanboru, Cooperstown & Turtle Mountain........ ........... 36 
IN MONTANA. 
a ee 51 
I IE uscd; 5b os de MEN AR NnnGh © dieesicas.cccs. aces 20 
IN WASHINGTON TERRITORY. 
DI UMNO oS ciccGacgecesab, sabd Roeder Ndleceemeteteetas 90 
PC eer re Ca. : eee eee . 33 
| SE eee ee Tee ae eee. Pe Pence Te ree pe 577% 


EFFORTS TO SECURE INDEPENDENT LINES. 
I considered it my duty as President of the company to 





remedy at the earliest practicable moment a radica] defect 
in our dependence upon the line of another company for a 
connection with the commercial centres of St. Paul and 
Minneapolis. How this was done, by the reformation of 
the Western Railroad Company of Minnesota into the St. 
Paul & Nortbern Pacific Railroad Company, and the 
raising of $5,000,000 through an issue of bonds for 
that amouvt by the latter, was fully 1elated in my 
last annual report. A glance at the map of Dakota re- 
veals a grave danger with which the Northern Pacific 
has been threatened for some time past—tbat is, with an 
invasion of its territory by those two powerful corporations, 
the Chicago, Milwaukee & St. Paul, and Chicago & North- 
western Railroad companies, in their rival race for new 
business in Southeastern Dakota. When I became President 
both companies had been steadily pushing their lines in the 
James Valley nortbward toward our main Ime. It was 
obviously but a question of time when the extensions would 
reach and cross it, and thus become direct competitors. I 
could see nothing so effective in protecting the company 
from the injury of such competition as the command of 
some means for hurting the aggressors more than they could 
hurt the Northern Pacific. This means appeared to be best 
afforded by the control of an independent line to Mi)waukee 
and Chicago. There were other strong reasons for 
seeking the control of such a lime in the interest of the 
Northern Pacific. In the first place, the companies 
owning the existing St. Paul lines also owned lines to Omaha, 
with a longer haul on Pacific coast 'usiness than via St. 
Paul, which constituted a natural temptation for them to 
divert business from the Northern Pacitic. Next, the North- 
ern Pacific, with its virtual terminus at Milwaukee and 
Chicago, could exercise a much stronger influence upon 
Pacific coast rates, and upon tbe flow of immigration, than 
at St. Paul and Minneapolis. Finally, at Chicago the 
Northern Pacific could most effectually promote the growth 
of St. Paul and Minneapolis, and of all its territory, as far 
as such growth depended upon favorable tratfic rates from 
the East. 


In casting about for the desired line, I fvund that 
it could be most readily and economically obtained 
in connection with the Winsconsin Central system. 


The latter was to be connected at allevents with the main 
line by the extension of the Wisconsin Division to Asbland. 
Investigation showed that a good direct line to Milwaukee 
and Chicago could be bad by building not over 100 miles of 
new road from the Wisconsin Central terminus at Chippewa 
Falls to St. Paul, ata cost not exceeding $2,000,000. Ac- 
cordingly, the project was actively taken iu hand under the 
auspices of the Oregon & Transcontinental Co. Its execu- 
tion was stopped, owing to the embarrassed condition of 
that company, but bas now been resumed by the parties 
controlling the Wisconsin Central. 


TERMINAL FACILITIES IN ST, PAUL, MINNEAPOLIS AND PORT- 


LAND. 
On taking the presidency I found the company 
in no respect so ill provided as with regard to 
terminal facilities, especially at its eastern ter- 


mini of St. Paul and Minneapolis. In the former city it 
owned barely sufficient ground for bandling the existing 
traffic. In the latter it not only had no ground at all but did 
notteven possess any means of its own for entering the city. 
At Portland, too, the local conditions were such that it was 
a most complicated problem how to obtain adequate accom- 
modations. To provide what was wanted at the three 
points was altogether a formidable task, both as regards the 
difficult acquisition of the needed real estate, and the requi- 
site financial operations. As the best means to the end. 
resort was had at the western end to the organization of a 
separate terminal company, controlled by the Northern 
Pacific, the Oregon Railway & Navigation and the Oregon 
& California Railroad compames as sole stockholders, 
Three millions of dollars were raised for its purposes by the 
issue of $3,000,000 of bonds. In St. Paul and Min- 
neapolis the creation of the proper terminal arrange- 
ments was ivsured through the agency of the St. 
Paul & Northern Pacific Co, already mentioned. The 
general result has been that no great railroad line in this 
country is so liberally provided with ample terminal facili- 
ties for present and future requirements as your company. 


DISAPPOINTED EXPECTATIONS, 


I now come to what 1 termed ‘the disappointments of 
my administration.” Lneed hardly say that, in using these 
words, [ had reference to the great excess of the cost of the 
main line over first calculations, the financ:al embarrass- 
ments of the company, and the necessity of the creation of 
asecond mortgage, growing out of it, and the consequent 
delay in the fulfillment of the hopes of stockholders for early 
dividends. As these unsatisfactory results kd to most of 
the adverse criticism upon my management, it is my duty, 
as well as my right, to place before you all the facts bearing 
upon them. In the fall of 1880, Adna Anderson, then as now 
Engineer-in-Chief, submitted co the President of the company 
at the time an estimate of the cost of completing all the lines 
the company was authorized to build under its charter. It 
was as follows : 









Length. Total cost as 

Name of division. Miles. estimated. Cost per mile. 
Wiscousin....... e 280 $3,103,800 $22,170 
Yellowstone... .... . #40 8,109,000 
Rocky Mc untain.. 200 6,020 26.930 
Clark’s Fork........ 285 25,540 
(olumbia River..... 250 28.660 
Camonde.............. 215 28,890 

Mi aeeih saan bs on 1,430 $37,275,550 $26,067 


According to these figures, the total cost of finishing the 
main line from the Yellowstone to the Pend d’Orcille Di- 
vision, an estimated distance of 825 miles, exclusive of the 
Columbia River line, of the Cascade Branch and of the Wis- 
consin Division, would have been but $20,773,900 ip actual 
money, or a little over $25.U00 per mile. Incomprehensible, 
and even absurd, as this estimate must now appear, in the 
light of the actual cost, it was at the time the only basis for 
financial forecast and combination available to the manage- 
ment of the company. I saw the figures soon after they 
were submittea. The logical deduction from them was that 
the proceeds of the forty millions of general first-mortgage 
bonds would not only complete the main line as it stands to- 
day, but leave a surplus of over thirteen millions cashin the 
treasury of the company. With such a low cost, there could 
be no possible doubt of the capacity of the road to earn a divi- 
dend on the preferred stock, immediately upon its completion 
as a through line across the contivent. Wien I assumed the 
presidency of the company, there were in the treasury 
nearly $6,000,C00 of cash and some 25.000 shares of pre- 
ferred stock, and further there were $15,000 general first- 
mortgage bonds yet issuable against road to be constructed. 
Measured by the chief evgineer’s estimate these resc urces 
seemed ample for allconstruction requirements. The credit, 
too, of the company stood very bigh. In short, in every 
direction the prospect seemed as brigbt and promising as 
could be wished. The illusions arising from the first esti- 
mate continued until I calied for a new one, some time after 
my accession to the presidency. The chief engineer, in re- 
sponse to his instructions, submitted it in person in New York 
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on Jan. 12, 1882. He figured the cost of the 770 miles then 
remaining to be completed as follows: 


Grading and bridging.......... eT SE oe ere $10.081.000 
Track, including rails. cross-ties, sidings, ete. ....... 9,072,100 
Buiidiogs, motive power and roliing stuck....°... ... 1,944,300 


Contingent expeuses, including engi: eering, telegraph 


WRU, BONE. odicdes sc cueacd cabo detameativecseanes de aetee 2,134,200 
To complete Miss uri River bridge..... .... .. ...... 20,000 
To vomplete Snake River bridge.............-..es.00-- 33,000 


Oe ee ee ee ee oe ee $24,001,6.0 

The former estimate covered 55 more miles and yet was 
fully 20 per cent. lower than the new one. In the latter it 
was explaimed that the difference was due to ‘’a very great 
iucrease in prices paid for labor and all materials entering 
into construction of a railroad.” The Chief Engineer bad 
been instructed not to esumate too closely, but, after using 
liberal figures to make large extra allowances for contingen- 
cies, all of which was done. There was reason, therefore, 
to assume that the total of $24,009,000 really covered the 
entire cost of completing the main line to the junction 
with the Oregon Railway & Navigation Co.’s road. The 
resources of the company at the time, including cash 
on hand, the remainder of preferred stock in the 
treasury, the proceeds of general first-mortgage bonds 
yet to be issued and delivered to the syndicate, and 
the net earnings above mortgage interest, seemed, 
upon close calculation, sufficient to meet the -to- 
tal of the new estimate. Thus, the situation in this 
respect, while far from as favorable as in the light 
of the original estimate, was by no means disquieting. 
Neither | nor any one else connected with the management 
then bad the remotest cunception of what the true outcome 
of the construction account would be. Simultaneously with 
the disappointing revelations of the second estimate there 
appeared the first sign of serious comirg troubles in the re- 
fusal of the President of the United States, in November, 
1881, to act upon the appiication of the company for the 
appointment of commissioners to inspect additional finished 
mileage. Toe non-action of the Executive was based on the 
hostile demonstrations, originating partly with demagugues 
and partly with stock speculators, agamst the company’s 
right toits land grant in both Houses of Congress in the ses- 
sion of 1831-82. Every possible effort was persistently made 
to overcome the hesitancy at the White House, but without 
any success uutil after the adjournment of Congress in Au- 
gust, The result was that from October, 1881, uutil Septem- 
ber, L882, not a mile of road was inspected and accepted by the 
government. The effect was to expose the cumpany to the 
gravest peril. Tbe monthly drain on construction account 
rapidly emptied the treasury. Alter selling the remainder 
of the preferred stock, the company was left virtually with 
out apy resources whatever to meet the necessary disburse- 
ments for corstruction and equipment purposes, ruoning at 
an average rate of two millions of cash a month. For, under 
the general first mor:gage trust, bonds could be issued and 
delivered to the syndicate only against finished mileage ac- 
cepted by the government. In view of the possibility of a 
definite refusal of further inspection by the latter, the bank- 
ing firms composing the syndicate absolutely declined to 
make any advances to the company against future deliveries 
of bonds, except upon special security. Their refusal shut 
all other doors against us. ; 

Thus I was actually brought face to face, in February, 
1852, with the necessity, at no distant day, of a suspension 
of payments, and its calamitous consequences, bankruptcy 
and foreclosure, unless relief could be obtained from some 
quarter. I considered it my duty to extend to the company 
personally all the assistance in my power. Next, I arranged 
with the Oregon & Transcontinental Co. to assst, by the 
loan of its credit and of its assets, to be used as collateral: 
by your company. I commenced to make cash advances on 
my personal account on April 14, and continued them until 
Aug. 26, when they reached the maximum ameunt of 
$3,441,0U0. 1 lent this great sum withcut any security 
whatever, and at the risk of personal ruin. In view of the 
foul calumnies spread about my management, I claim it as 
my privil ge to give dus prominence to this fact. Nor will 
it be improper, in view of the attitude recently assumed 
toward me by certain members of your board of directors, 
to say that my record in this respect will suffer nothing by 
comparison with the terms on which they loaned money to 
the company. 

The Oregon & Transcontinental Co. began to give relief 
at first in May, 1882, by indoursing the Nortbern Pacific’s 
notes and lending collaterals, both in order to enable your 
company to obtain advances from the syndicate against 
future deliveries of general first-mortgage bonds. That 
company continued its aid in this form, taking as security 
the Nortbern Pacific’s notes, with orders on the general first- 
mortgage trustee for bonds as collateral, uatil August, 1882, 
when the final appointment of commissioners by the Presi- 
dent having rendered it a safe step, it also assumed the cash 
advances made by me. No less than 275 miles of newly 
finished road were inspected and accepted all at once by the 
government in September, 1882. The corresponding deliv- 
eries of bonds to the syndicate made the condition of the 
company much easier, but by no means ended all fiuancial 
embarrassment. In order to avoid great waste of time and 
expense in prosecuting the construction of the main line, it 
was indispensable, not only to build simultaneously from 
both tbe Atlantic and the Pacific side, but to begin at 
once the heavy work at all poimts along tne en- 
tire distance to be built. This involved a vast 
cash outlay a long time before the company received reim- 
bursements for it upon the full completion of the corre- 
sponding sections of road. I[t involved, moreover, the 
shipment of millions of dollars’ worth of track material, 
motive power, rolling stock and machinery many months 
before the expense could produce returos. It thus came 
about that the current requirements of money exceeded by 
far the supply that would have been assured to the com- 
pany unier the contract with the syndicate, even if the 
troubles in Washington had not delayed deliveries of bonds 
to it. But this was unavuidable, it being clearly impossible 
to calculate in advance, with anything like accuracy, the 
expenditures to be incurred from month to month in push- 
ing the construction of 800 miles of mostly very heavy road 
through wild regions, the real extent of the great natural 
difficulties of which became only disclosed during the actual 
progress of tbe work. 

In view of the danger of congressional interference 
with the company’s land grant, and in order to make 
the main line fully productive as early as possible, it 
was aecided by the board of directors, in the summer of 
1882, to make her effort to complete the main line 
to the Pend d’Oreille Division in 1883. Measures were 
taken accordingly by the management, and construc- 
tion hastened in every possible way. The word was given 
that the work must be done, and it was done. But this ac- 
celeration largely increased the general cost of the work and 
the current requirements of money. The extensive repairs 
and renewals touund necessary on the older divisions of the 
main line, as already mentioned in another place, likewise 
involved a much larger outlay than had been at first as- 
sumed. These extra drains upon the treasury all tended to 
hasten and increase our final embarrassments. During the 
latter part of 1882 and the first months of 1883, the calls 
for money from the construction department, while con- 


tinuous and heavy, did not yet assume such proportions as 
to give rise to any — of an insufficiency of re- 
sources. It was already evident, indeed, that the company’s 
resources would not, contrary to expectation, be adequate to 
fully equip the road for the expected increase of traffic 
upon its completion as a through transcontinental line, and 
that hence some extra provision would have to be made for 
additional motive power and rolling stock. Butas far as cou- 
struction proper was concerned, no information bad as yet 
reached the management, from the engineers, or from any 
other quarter, foreshadowing a deficiency. 

For the reasons explained, the financial intervention of 
the Oregon & Transcontinental Co. was continuously needed. 
There was, indeed, from the time it was first granted in 
1882 until late in October, 1883, bardly a day when it could 
have been withdrawn without forcing the Northern Pacific 
into immediate bankruptcy. Aid was continued by the 
allied company in three forms: (1) by cash advances, (2) by 
indorsements and (3) by loans of collaterals, To what ex- 
tent help was required and rendered will be best seen from 
the fact that during a period of 17 months the cash ad- 
vances averaged $3,741,859 61 monthly, the indors+ ments 
of the notes of the Nurthern Pacific averaged $2,500,C00 
per mouth for 19 months, and collaterals were loaned 
for 22 months to the average extent of $7,227,272 per 
month. While help was thus being given without 
stint, everybody in your board of directors was very 
willing to admit that but for the Oregon & Transcontinen- 
tal Co. the Northern Pacific would have. been driven over 
the precipice on the brink of which it stood for nearly two 
years. I regret to say that there is now a disposition in the 
same quarter to forget the services rendered so freely in the 
company’s hour of distress by the other corporation. 

The demands upon the treasury for construction and 
equipment purposes during the last months of the past fiscal 
year were made at such a rate that I felt called upon to in- 
stitute close inquiries as to the extent of the money require- 
ments yet to come. The result forced the painful conclusion 
upon me that a considerable deficiency was indeed inevit- 
able. To determine its actual exteut was, however, exceed- 
ingly difficult, as those familiar with the uncertainties of 
railroad building on so large a scale and in such haste will 
readily understand. The end of the fiscal year, with the 
annual closing of accounts, afforded us an opportunity to 
ascertain precisely what had already been expended 
up to that time, but as to subsequent wants we still 
had to deal, beyond the work done under contract, 
with the unreliable factor of engineers’ calculations. 
It appeared from the books of the company that up 
to June 39, 1883, the total of expenditures on account of 
new construc:ion, renewal of old road and general equip- 
ment, already exceeded by nearly six millions the total of 
the cash resources available for these several purposes, in- 
cluding the remainder of the 40 millions of general first- 
mortgage bonds yet to be delivered to the syndicate. As to 
requirements subsequent to the date mentioned, it then ap- 
peared, from statements of the engineering and operating 
departments, and from existing construction, material and 
equipment contracts, that not exceeding five millions of 
money more would absolutely complete and equal the main 
line. Unhappily, this assumption was again far out of the 
way. Nearly eleven more, instead of-five millions, were ac- 
tually needed in the end. In spite of every ¢ffort on the 
part of the management to be accurate, even the estimates 
given in the circular of Oct. 17, 1883, to the holders of the 
preferred stock, were exceeded by nearly a million, owing 
to misvalculations of the engineers. Now, the above figures 
were obtained, as stated, upon the annual balancing of the 
books, and were not known to me until the middle of August. 
They were communicated by me without reserve, nut only 
to the members of the board, but to any and all stockholders 
who called on me for information on the subject. As 
charges were made at the time that the management con- 
cealed the truth in the premises, it is proper to make a dis- 
tinct record of the facts of the case in this place. 

In consequence of the steady excess of the actual over the 
estimated calls upon the treasury, the summer and fall 
mouths of Jast year formed a period of constant aud most 
trying embarrassment for me. In October and November, 
until the proceeds of the sale of $15,000,000 of second- 
mortgage bonds became available and afforded permanent 
relief, { had a most desperate struggle to prevent the sus 
pension of payments by the company. For, be it known, that 
throughout those two months, every appeal to the bankers 
of the company for help was met with a point-blank refusal. 
Not one dollar was received from them. [ was compelled to 
fall back entirely on the Oregon & Transcontinental Co., 
and upon my own personal resources. Once more your 
compauy was saved, but at a heavy cost to the other com- 
pany and to me. Including all work commenced and fin- 
ished under my administration, the cost of completing and 
equipping the main line was as follows : 


New construction proper, with all appurtenances. .$35.635,000 00 
RemOWE OF CIE MMB... 2. cccccccrcscccrecccce covcces 3.323,139.46 
TRIO... ..o0:0: cacnncercsevcnsoeess apbcopaes’ “Se 3,97:2,656.98 
$42,980.796.44 
Deducting from this total the expenditures for renewal of 
old line, we obtain $39,657,656.98 as the cost of new con- 
struction and equipment. The Chief Engineer's estimate of 
November, 1880, was $20,773,900, showing an under esti- 
mate of $18,883,756 98, or over 90 per cent. The estimate 
of January, 1882, was $24,001,600, adding to which $1,- 
500,000, as the approximate cost of 55 miles built mean- 
time of total mileage estimated on in 1880, we obtain an un- 
der estimate of $14,156 056.98, or nearly 56 per cent. 
Here is the true key to and the sole cause of your and my 
disappointments, and of the reverses that bave overtaken 
the Oregon & Transvontinental Co. and me personally. I 
fee] sure that you and all just men will absolve me from all 
responsibility for them. At the same time, justice requires 
me to say that I do not wish to attach undue blame to the 
engineering department. The estimates that came from it 
were made in good faith, and in the light of the best infor- 
mation to be bad. That they were faulty was due, ina great 
measure, to an unavoidably imperfect knowledge of the 
natural obstacles of the country, to the fluctuations in the 
price of labor and materials and to the heavy extra cost of 
the work from the baste in which it was required to be done. 
I have an abiding faith that the fulfillment of my confident 
hopes for your property is but deferred foratime.  [ still 
fee] sure that all the scoffers and scouters will be confounded 
and silenced, even during the current calendar year, by the 
demonstration of its great earning power, from which | ex- 
pect my full vindication. Istrove constantly, while Presi- 
dent of the company, to do my whole duty to you conscien- 
tiously and to the best of my ability. I did this at the ex- 
pense of my health, of my peace of mind and of my pri- 
vate fortune. Iam not conscious of any other fault than, 
perhaps, a too enthusiastic belief in your road. But I 
claimthat, in order to succeed in my task under such extraor- 
dinary circamsiances. I not only required a great deal of 
entbusiasm, but also the ability to inspire others with it. 
Looking at the wrecks of railway property with which 
the country is strewn, and at the reign of terror which bas 
supervened in the stock and money markets since my retire- 
ment, what, I ask, would bave been the condition of your 





property to-day if the crisis had found you with an unfin- 


ished line and an empty treasury? In what quarter of the 
financial world could you to-day borrow the money which 
was absolutely needful and which was furnished through 
my efforts ? hat would have been the attitude of Congress 
toward your land grant if the last session bad found you 
with an unfinished main line? Need [ say that the mere 
apprehension of hostile action in that quarter would bave 
closed the doors of every banking house against you? It is 
a satisfaction to me to know that 1 bridged the chasm for 
you, and that if you have, as I believe you will bave, a 
surplus of more than a million dollars over fixed charges for 
the year ending June 30, 1884, in place of a deficit and 
financial chaos, it is due to my taith in your property and to 
my exertions, 

Let me, in conclusion, point to one other fact: out of the 
tens of millions of dollars disbursed from the company’s 
treasury during my administration, nut a dollar has been 
wrongfully applied by any one for whose connection with 
the company’s service I was responsible. H. VILLARD. 











TECHNICAL, 





Locomotive Notes. 


The Aurora shops of the Chicago, Burlington & Quincy 
are building four new locomotives for its Nebraska lines. 


Car Notes. 


The Indianapolis Car Works turned out 134 cars during 
the eight days ending Sept. 12 last, which is the best it has 
ever done, 

The foundry of the Peninsular Car Works in Detroit was 
destroyed by fire Sept. 16. The loss was $5,000, covered by 
insurance. The managers say no delay will be caused. 


Business Notes. 


The Mann Boudoir Car Co. bas ordered the Cowell platform 
and coupling for 24 cars which are now nearly completed, 
and will probably order more. 

The oftice of the Cowell Platform & Coupling Co. bas 
been removed to No, 13 Merchants’ Bank Building, Cleve- 
land, O. Mr. H. W. Stayer is no longer connected with the 
company. 

Mr. Geo. W. Morris and others have sold their interest. in 
the Chicago Car Seal Co. to Mr. W. J. Watson, of the 
Thielson Truck Co., and Mr. A. H. Pierce. The Company 
is now mainly owned by W. 8. Brewster, President; A. H. 
Peirce, Treasurer ; and Mr. Watson, and reports that its 
business in freight ca) seals is largely increasing. 


Fast Time. 


There has been some more fast running on the Nickel Plate. 
A special train bearing a theatre company was hauled lust 
week from Cleveland to Buffalo, 130 miles, in 116 minutes 
actual running time. Itran 28 miles in 28 minutes. Engine 
152, William Miner. driver, did the business most of the 
way. This is the same team that took William K. Van- 
derbilt and party over the road so rapidly two weeks be- 
fore.—Cleveland Leader. 


The Coventry Boiler. 


The Chicago & Northwestern is trying an engine with a 
boiler on this principle. Drawings of this boiler were ex- 
hibited at the recent Master Mechanics’ Convention at 
Saratoga. The boiler is a 60-in. shell, of Otis one-balf inch 
steel, with a capacity to the water-line of 1,200 gallons of 
water. A very large amount of heating service is empueed, 
having 143 2-in. flues in the water, and 53 3-in. flues above, 
part of which are in the water and part in the stream. The 
heat is carried from the fire-box through the lower or 2-in. 
flues to the smoke-box in the front end, where it strikes a 
deflector and is returned the length of the boiler through 
the upper 3-in. flues to a smoke-box next to the cab and 
ejected from the stack in that portion of the boiler. As the 
heat traverses the boiler twice the temperature of the gas 
escaping from the chimney is lower and the steam is dried 
and partially superheated. The draft in the boiler is said to 
be steady, and no sparks or dust are emitted from the stack. 
it is stated that the locomotive on trial is making 46 to 48 
miles with 30 cars and one ton of coal, thus saving 20 to 25 
per cent. of fuel over ordinary engines. 


Bessemer Steel Supplanting Other Kinds, 


The Sheffield Telegraph says: ‘‘The competition between 
the Bessemer stee! makers and the manufacturers of cru- 
cible steel is becoming increasingly severe. Rapid advances 
are being made in the quality of the Bessemer metal, This 
is amply illustrated by what is now going on at the colos-al 
establishment at Barrow-in-Furness of the Barrow Hematite 
Steel Company, Limited. In addition to an extensive out- 
put of rails, fish-plates, railway tires and axles, square, 
round and flat bars, hard and soft steel blooms and billets, 
suitable for steel and tin-plate making, ete., and such bike 
heavy production, the company are regularly making up- 
ward of 1,000 tons per week of ‘special’ steel, for pur- 
poses for which only Swedish Bessemer charcoal and 
best scrap iron were formerly considered suitable. This 
special steel is being worked up in various parts of the king- 
dom into roll-turning and lathe-turning tools, chisels, files, 
shear blades, rail drills, rail punches, shear steel for welding 
to iron miners’ drills and tools, picks, shovels, hand bam- 
mers, roller, bar and cotton spindles, locomotive engine, 
wagon, carriage, coach and furniture springs, bolts, nuts, 
rivets, pit ropes, telegrapb, crinoline and corset wire, um- 
brella frames, wire for musical instruments, etc. Indeed, 
the steel is suitable for the manufacture of cutlery and 
razors, and is to some extent being used for these pur- 
posesalso. A test of the quality of soft steel as manufac- 
tured for pit chains is afforded in the circumstance that a 
l1-inch chain bas, under test, withstood a breaking load of 
35.63 tons; elongation 6 or 18 in.” 


Train-men's Wages. 

The Indianapolis Journal says : **So common is it to re- 
mark that railroad men, especially train employés, are 
poorly paid, that we bave taken the trouble to ascertain the 
average salary paid per month to the men in the different 
branches of train service, selecting July, which was the 
dullest month in the year with the Indianapolis railroads, 
The pay-rol!s of three different Indianapolis railroads— 
which are a fair criterion of other roads centering here— 
show : 


——No. 1.——  ——-No.2.—— ~-—-No.3.-—~ 
Highest. Lowest. Highest. Lowest. Hi’est Low’st. 
Engineers...$117.25 $97.35 $108 00 $97.00 $108.00 $9600 
Firemen 56.70 51.80 56.35 5120 52.65 42.70 
Cooductors.. 98.80 87.75 97.50 86.10 9620 85.80 
Brakemen.. 56.80 50.40 56.70 50.00 52.50 41.25 


These wages indicate that the men were kept pretty busy, 
if it was a dull month. 


An Engineer Tried for Running Over a Girl. 
Last July a little girl was run over and killed by a train 
on the Huntington & Broad Top Railroad, near Saxton. 
The engineer, William Grow, was much blamed, and there 
were threats of lynching bim. He was arrested and tried 





for manslaughter at Bedford recently and acquitted, 
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THE FORTY-TWO CAST-IRON DRAWHEADS CARRIED IN STOCK FOR REPAIRING PURPOSES ON THE NEW YORK, LAKE ERIE & WESTERN RAILROAD 
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Draw-Heads Kept in Stock on the Erie Road. ent to carry them in stock, breakage in transit being a com- 
r paratively rare event. No varieties of cast iron draw-heads | draw-heads. One of them (No.8) is a Potter draw-bar, carrying 
The series of forty-two draw-heads pr: vented herewith in-! ave represented except those of such lines as have enough | a fast link on one side and a fast coupling-pin on the other 
cludes the entire list of those regular] rried in stock for | cars passing over the line to make it worth while to keep | (neither represented in the drawing) in addition to the usual 
repairing purposes on the New York, ake Erie & Western | their draw-heads in stock. Therefore those represented are | coupling arrangement in the centre. Thirteen of them (Nos. 
Railroad, and in the tables below a presented for more} by no means a complete collection, even of those which pass | 1, 4, 5, 6, 7, 15, 20, 21, 27, 29, 30, 39, 40) are of the Safford 
—— — over the Erie alone. A complete collection, of course, would | type, which bas a cavity ‘‘ scooped out” at the side to lessen 
eat TABLE OF DIMENSIO 3. the danger of catching the hand between the draw-heads in 
= —— ] SS ; the act of coupling. Five of them (Nos. 9, 13, 17, 26, 27) 
v | i | |Wi SS Cr Svea h “safety lug” at the top to guard the draw-gear 
No. of draw-| Length. | Weight. | Depth Head. |Width Head. . R # ave a ‘safety lug . — 
head. | | eee wile encima nente.cf onc, length, weight, ote.» |... eusuntve buffing strains. Six of them (Nos. 2, 10, 17, 
2: | Inches. | Lbs. Inches. Inches. == = | 23, 28, 41), havea horizontal hole passing through the side 
ne ees | Led se 108 Length. Weight. | Depth, head. | Width, head. | Of the draw-bar, very similar and in addition to the vertical 
3 3034 176 734 104 18% in Tl ihe. 2 6% in. % in 1 hole for the coupling-pin. It has no particular name or 
a } 200 13L 10 10%4 86 -. §.| sae” 2 2 “7 95, * 2] purpose. It may, perbaps, have been added originally with 
6 | pti64 130 10 1036 19% * fe See mS 2 oe a 3 | the idea of making it easier to release a link which might 
z | 2584 150 10/4 104 30% “ . | H “ : con ee ; - “ 1 | get jammed in the draw-head, or tosave metal, but it is, as 
9 39° | ies 477° 1 oi - 1 | 131 “ 1 7% “ 3 | 10% * 1/ a matter of fact, of no use in this or any other way, so far 
10 9” | 110 84 10 2 “ ;| fe. 2178 « 3 | 10%  ~— $! as wecan ascertain, except for its esthetic effects, to add a 
i 39 133 : 11 2596 1 | 144 ‘sigalg. | us ~ £1 Bae 8 | little variety to the dead level of uniformity. The nature 
13 5° ia 4 = 56a ‘ 1 | 1° “ : 9 “ : : var 3 and extent of said dead level is visible in the accompanying 
1 3 , “ | ,-4 io - * © 
13 | a0 | | ig we 2 ERS OT] Be La] eS ltt 
7 | 38 153 « 10 - ae ee Oa ae Coupling-Rods with Bushed Ends. 
19 3u%e 55 we it 3 a 9% ‘ 1 |-—-——--——|A correspondent writes to the Locomotive Engineers’ 
20 19\%6 130 10 1 2676 1) 179 2 | 10) SG Total, 42, with | Monthly Journal : * 1am glad to see so many of our trunk 
2 | 33g 170 954 1 Fe, Em a ee | i » a Kner pe lines adopting solid-ended side rods, as they are proot 
pad 2g 147 86 1g m6 a lam) |S bee ee with) head) "| against the abuse the parallel rod with straps and keys bas to 
23 | @ — : 18 9914 1 | 180 « ra ba ae , withstand at the hands of u negligent or pen Sane 
= = 93 9% __ 1 181 “ 1} depths of As with every improvement, —~ - wae on 
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EDITORIAL ANNOUNCEMENTS. 





Passes.—All persons connected with this paper are forbid- 
den to ask far passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 





Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if 
they will send us early information of events which take 
place under their observation, such as changes in rail- 
road officers, organizations and changes of companies, 
the letting, progress and completion of contracts for new 
works or important improvements of old ones, experi- 
ments in the construction of roads and machinery and 
in their management, particulars as to the business of 
railroads, and suggestions as to itsimprovement. Dis- 
cussions of subjects pertaining to ALL DEPARTMENTS of 
railroad business by men practically acquainted with 
them are especially desired. Officers will oblige us by 
forwarding early copies of notices of meetings, elections, 
appointments, and especially annual reports, some notice 
of all of which will be published. 





Advertisements,— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
UMNS. We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present 
only such matter as we consider interesting and im- 
portant to our readers. Those who wish to recommend 
their inventions, machinery, supplies, financial schemes, 
etc., to our readers can do so fully in our advertising col- 
umns, but it is useless to ask us to recommend them edi- 
torially, either for money or in consideration of advertis- 
ing patronage. 








DISCIPLINE. 


Last week we discussed—or rather, perhaps, re- 
hearsed—some of the points connected with tbe present 
state of discipline in the great American army of rail- 
roaders, but without coming to any conclusion except 
the universally accepted one that there is room enough 
for improvement, but no very well-known way of 
attaining it. Where we lack knowledge, we can, if we 
are inclined, guess; and when certainties are not 
within our reach, speculation sometimes is not wholly 
unprofitable. 

Now, as to discipline, which we think all will agree is 
the keyword to improvement in the service, what can 
we learn from others’ experience ? The management 
of armies is the most available pattern to study, but 
the immediate and perhaps insuperable objection there 
would doubtless be that governments have unlimited 
money to fall back upon, and that therefore any 
attempt at imitation of the gilt-edged and stiff tactics 
of military circles is entirely impracticable and out of 
place in such commonplace and practical matters as 
train running, etc. Governments, being supported 


by taxes, are users of money, not producers, 
and officials, whether civil or military, get 
their habits of mind firmly’ fixed in the 


belief that their business is wholly to consume wealth 
and not to conserve it, while the railroad officer must 
keep his wits sharpened at both ends, the net projit 
from any given plan or action being always the im- 
portant question to be decided. But, notwithstanding 
this objection, we may learn something here; if we 
cannot copy military manners in their entirety, it 
may be profitable to study certain features of them. 
Without attempting anything like a general compari- 
son of military service with railroad service, let us 
notice one or two points. 

A noticeable principle in military operations is, that 
there is always an officer, with well-defined limits of 
responsibility. in immediate charge of every under- 
taking. There is never any uncertainty as to who is 
** boss”: not that high officers attend to petty details, 
but every movement, even if of only a half-dozen 
men or less, has an immediate director, and investi- 
gations of irregularities do not depend so wholly upon 
the unintelligent and warped testimony of subordi- 
nates as we sometimes see in railroad experience. The 
idea of an officer for every petty job at once suggests 
the chief objection, expense ; but it should be remem- 
bered that it is not a high-grade officer that is 
contemplated, but simply a system that shall always 
provide for clearly-defined authority. In railroad 
management there seems often to be a tendency to 
have a wide gulf fixed between the superiors and the 
subordinates, thus creating two separate and opposite 
classes ; this does not tend to foster a good and famil- 
ar ualarstanliagof their respective duties between 
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the different grades, as is always desirable, but rather 
the opposite. Multiplication of grades of officers and 
clear division of duties does not, however, necessarily 
involve much additional expense in every case, the 
idea being notso much to add more supervisory offi- 
cers to a given force, but rather to make a more care- 
ful and systematic use of the men already belonging 
toit. A familiar example of the anomalous condition 
of railroad operating is the ordinary freight train. 
The conductor, who is nominally the captain, is 
nearly always the inferior, both in natural ability and 
mental training, to the engineman, and his own know’- 
edge of this fact weakens his confidence in himself 
and impairs his efficiency, not only as concerns his 
own conduct, but as a director of the behavior of 
others. 

Not infrequently we hear of cases of misconduct 
and negligence, sometimes serious, which are the 
direct result of habits more or less reprehensible, and 
which have been long continued, but which the super- 
vising officer avows his entire ignorance of. It ought 
not to be a difficult matter, with the right kind of 
officers properly related to each other, to correct this. 
When superintendents are well informed about the 
habits of their men (as concerns obedience to rules) 
they will not be taken so completely by surprise by 
lapses from duty, as is frequently the case at present. 

One of the most important principles of military 
training is the constant drilling, which, to the unsys- 
tematic mind, is mere useless repetition of meaning 
less actions, and which appears to the restless and 
always-take-the-shortest-cut Yankee to be intolerable 
red tape. And yet it would not be so very far from 
the truth to say that a considerable portion of the 
railroad accidents caused by negligence of employés 
are the result of the general neglect of this means of 
instruction. American railroad service is, par ex- 
cellence, the place for those who seek to acquire that 
proficiency which comes from practice, after they 
assume the responsibilities instead of before. 

Drilling is the only means of preparing beforehand 
for sudden emergencies of various kinds. Soldiers 


cause they have been taught to do the right thing at 
the right time without thinking, or at least without 
appreciable mental effort. A brakeman errs in judg- 
ment of distance or time when sent back with a flag 
because he has not been trained to perfect familiarity 
with the exact requirements of his duty, and so has to 
do his thinking when his mind is not in the most 
favorable condition for it. A conductor blunders in 
reading the time table because he has not been trained 
always to look at all the necessary points. Both con- 
ductors and enginemen lazily depend upon each other, 
because they have not been taught by enforced prac- 
tice to assume certain responsibilities independently. 
Managers assume a certain degree of reliability in 
their men because the latter have been ‘‘ taught” to 
obey certain rules, and the failure of their assumptions 
could often be explained by a glance at the difference 
between the term ‘‘to teach” and its counterfeit. 
Telling a person to do a thing is easy, but teaching 
implies mental action on the part of the person taught. 
His attention must be secured first of all, and in many 
cases that is not by any means easy. It is very far 
from certain that a man understands an order simply 
because he has received a printed copy of it. It some- 
times seems as though the only way to be certain that 
a man knows how to do a thing which he has 
been instructed about to have him actually 
do it, and it surely is the only safe way when dealing 
with large numbers of men of widely varying capabil- 
ities. So long as railroads continue to drill their em- 
ployés only by the “hard knocks” of actual service 
without close supervision, instead of by preliminary 
training under proper instruction, where inexperience 
and ignorance cannot result harmfully, just so long 
will they continue to have accidents, of which they 
will want to conceal more or less of the causes, 


is 


into it; by the latter he is inducted into it. The 
former is the more natural way, perhaps; but the 
other is the simpler and so the better. 








FORTY-TWO DRAW-HEADS, 


The drawings elsewhere presented of the draw-heads 
carried in stock by a single company for repairing 
foreign cars are sufficiently. remarkable, regarded 
simply as curiosities. The utter absence of even a 
tendency to uniformity in so simple a thing as a draw- 
bar, will probably surprise every one who examines 
the drawings and accompanying tables with any atten- 
tion, even those who know ina general way, only too 
well, how great is the existing diversity. Few, we 


behave creditably amid the excitement of battle be- | 


By | 
the former method aman acquires skill by stumbling | 
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them connecting lines, there would actually be as 
many different lengths of draw-bars as there are com- 
panies, 

It is to be remembered, of course, that the draw-heads 
are in no way selected to show how great diversity 
exists. The drawings show only the stock carried by 
a single company. the Erie, and it includes all that 
stock. There are no diaw-heads in the list which are 
the common standards of several roads not named ; 
and, on the other hand, there is a large number of 
roads not represented, including all the other trunk 
lines, as well as the entire list of New England. South- 
ern, Southwestern, Northwestern, and Far Western 
lines. Only a single one of the lines entering Chicago 
from the West and South is represented. What the 
list might have expanded to had the remaining 569 
lines, more or less, in the United States and Canada 
been included with the 31 represented it is impossible 
to say, and needless to hazard a guess. No doubt the 
number of different designs would be multiplied many 
fold, but it is quite certain that the additional varia- 
tions in the main governing dimensions could not be 
very great nor important, for even this little chance 
list of ‘draw-heads of connecting lines carried by a 
single company very nearly runs the gamut of all 
Without going any 
further one may almost say of it that ‘‘ confusion now 
has made its masterpiece.” Let us see how great the 
variations are. 

In length from out to out there are, as stated, 31 
varieties, varying from 18} in. to 324 in.; the longest 
being, consequently, 81 per cent. longer than the 
shortest. There are five different designs 25% in. long, 
and four, 29 in. The remaining 33 draw-heads are of 
29 different lengths, of which only three are even 
inches and ¢ight even balf-inches. 

In the depth of head there is almost equal diversity, 
| limited only by the fact that the range within which 
|it is physically possible for individual notions to as- 
| sert themselves is so much more Jimited. There are in 
|alleightcen different depths of head within a total 
| of only 3fin. If the varying dimensions, therefore, 
were at even increments from each other, they would 
be precisely ;*; of an inch apart, and it is amusing to 
see how nearly they do range at even intervals of that 
| size from each other. Excepting that six designers out 
of 42 agree with each other in thinking an even 10 in. 
of depth about the proper thing, there is absolutely no 
indication of any tendency to agree even within a 
narrow range of depths, say within limits of an inch 
or two. One designer thinks 63 in. quite enough. 
| two others agree that a draw-head 50 per cent. deeper, 
or 10} in. in all. comes nearer to perfection. Within 
these narrow limits of 38 in, 39 different men are of 
16 different minds. 
| In respect to widths the case is notsobad. There 
|are only 15 varieties, ranging from 94 to 17? in. If 
| we exclude the widest, which is a Potter draw-bar, 
| the range is only from 94 to 12%in., a difference of 
| only one-third, and in this dimension only is there 
|a distinct tendency to harmonize on a width of from 
| 10} to 10} in.; 20 out of the 42 draw-heads being of 
| that width. 

The variations of width and depth, of course, make 
| the areas of the face of the draw-bar widely different. 
|The smallest is 65 X 9} in., or 67 square inches. The 
largest, excluding the Potter draw-bar, is 10 x 114, or 
1124 square inches, or very nearly double the smallest , 

The weights, as is but natural, vary the most widely 
, Of all, ranging from 95 lbs. up to 195 Ibs., or very 
nearly as three to one. They will be seen to be dis- 
tributed with an impartiality which cannot but be 
admired between the possible intermediate weights. 

The total weight of a collection of one sample of 
these draw-heads is 6,853 lbs., or in round numbers, 
three tons; the average weight consequently being 151 
Ibs. How much cast-iron is actually carried in stock 
in order to keep the necessary number of duplicates we 
are not informed, but it must necessarily be a number 
| of tons. The resulting delay and expense, not only 
from the direct loss of invested capital, but in needless 
| cost for transportation and storage and handling over 
| such a pile of castings wherever a new draw-head is 
| required, is needless to enlarge upon. It is well known 
| that in looking over a heap of anything the particular 
| one desired is always at the bottom, and the wasted 
| labor and injury to the moral nature involved in turn. 
jng over several times 6,353 lbs, of cast-iron to find one 
| small draw-bar is alone a painful thing to think of. 
| Speaking with more seriousness, however, it would 
| seem that in addition to the economic question the 
' mere diversity of size must largely add to the danger 
in coupling cars. It might be easy to exaggerate this, 
but certainly there must be some—and a very consid- 
| erable—increase of danger due to this cause a!one, 


possible variations in dimensions. 
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antiliniats circumstances and with perfect timate t 

Every railroad man knows howslight is the ‘‘ margin 
of safety” between keeping one’s fingers aud losing 
them in the sleight-of-hand trick known as coupling 
cars. Few who have not been brakemen themselves 
ever become able even to watch the operations with 
entire coolness. What percentage of these accidents 
would be avoided if draw-heads were all of one size, 
or very nearly so? Certainly it would be only a per- 
centage, but probably one large enough to make 
even this reform not only a measure of economy, but 
a measure of humanity. 

Only an unhealthy development of individuality, 
which cannot suffer the acceptance of another mind’s 
design without modification, could, it would seem, 
have resulted in such meaningless and harmful diver- 
sity. However that may be, there can be no doubt of 
the desirability of a closer approach to uniformity 
now. The railroad prophet may wellcry : ‘‘ How long 
halt ye between [forty] two opinions.” 








The Block System and Interlocking in America. 





We give tables in this number showing the extent 
to which the automatic electric block system, and the 
interlocking of signals and switches have been ap- 
plied in this country. The tables include all the work 
that has been done in this direction by the different 
makers of signaling apparatus indicated. It is not, 
however, absolutely complete, as the Wharton Switch 
and Signal Company and the Hall Electric Signal 
Company have also erected some interlocking appa- 
ratus, and automatic electric block signals, concerning 
which we were not able to obtain information. 

It will, however, be seen, that the application of 
these safety appliances which are so necessary on our 
more crowded lines, and at important junctions and 
crossings, is making a steady, though hardly rapid 
progress. Several distinct systems are in use. The 
Union Switch & Signal Company control the leading 
British patents on the subjects of interlocking and 
block signaling, including the Sykes electric inter- 
locking between the signals and the block telegraph 
instruments, which is the latest and most advanced 
check upon human fallibility yet used in signaling 
on English railroads. We intend in a future num- 
ber to illustrate and describe this method of 
working, which virtually combines the ordinary 
method of block signaling—that is, the employ- 
ment of a signa!-man in a cabin at the end of 
every block section, and the use of an 
automatic block signal worked by the train itself. The 
automatic block does not, however, work a signal vis- 
ible to the engineman of the train, but locks the lever 
by which the signal-man operates his signal. Should, 
therefore, anything go wrong with the electrical or 
automatic apparatus, the signal-man is on the spot to 
take necessary precautions to prevent delay to the 
traffic. The automatic apparatus acts as a check upon 
human fallibility, and does not directly give signals to 
the train, which is the function of the signal-man. 

The automatic electric block system is, of course, 
very valuable, especially when placed between signal 
cabins so as to divide a long block section into several 
shorier spaces and so enable trains to follow one 
another in more rapid succession. 








The Crops. 





The Department of Agriculture report for Sept. 1 
says that the production of winter wheat in some 
states has been exaggerated and that the average 
yield for the country is not far from 13 bushels per 
acre. Itsays: ‘‘ The reports of much higher figures 
are sensational and misleading and utterly unworthy 
of credence.” The April report of this department 
gave the area sown as 27,600,000 acres. The produc- 
tion would thus be about 360,000,000 bushels, 
allowing the area winter killed (which was 
small this year) to be balanced by an excess over 13 
bushels in the average yield per acre. Before the 
crop was harvested the Department estimated the 
probable yield at 350 millions, A Chicago estimate 
made the winter wheat crop 405 millions, but it was 
absurdly exaggerated. The Department gives the 
averaze condition of wheat at harvest as 98, against 
83 last year. It makes no estimate of the crop of 
spring wheat, but the condition reported heretofore 
would make it about 145 millions, and the Department 
says that the whole wheat crop this year will vary 
little from 509 million bushels, which seems to us to 
be a reasonable estimate. This compares as follows 
with the production for the seven years previous in 
millions of bushels : 


1877. 1878. 1879. 1889. 1881. 1882. 1883. 
405.0 420.1 459.5 493.5 380.3 504.2 421.1 


Thus the crop this year is very nearly the same as in 
1880 and 1882, and considering the large increase in 





population and the larger increase of railroads, it can- 


not be called a large one, the OUP per + 1,000 i in- 
habitants and per mile of railroad having been : 


1879. 1880. 1881. 1882. 1883. 1884. 
9.440 9,930 7,338 9,400 7,610 8.782 
5,600 5,665 3,900 4,668 %,563 4,066 


Thus though the crop this year is nearly the same as in 
1880 and 1882 and 40 millions more than in 1879, 
the production per inhabitant is 7 per cent less than in 
1879, 114 per cent less than in 1880, and 6} per cent. 
less than in 1882, and the production per mile of rail- 
road is 274 per cent. less than in' 1879, 28 per cent. less 
than in 1880, and 13 per cent. less than in 1882. 

A failure to take into account the great growth of 
population and the enormous increase in railroad mile- 
age since 1879 leads people to expect too much from 
large crops. Their good effect has to be divided among 
so many more peopleand railroads than in 1879 and 1880 
that there is very much less to be gained by each. If 
the crop had increased in proportion to population 
since 1879, it would be 538 million bushels this year; if 
in proportion to railroad mileage, 736 millions. 

It should be said, however, that wheat-growing has 
not made as much progress as most other farm indus- 
tries of late years. Tbe area this year is but little (14 
per cent.) greater than in 1880, though nearly 6 per 
cent. greater than the area harvested last year, when 
more than a million acres was winter-killed. Other 
crops have not increased in proportion to population 
and still less to railroad mileage, but they have in- 
creased more than wheat. The corn area, for instance, 
is estimated to be no less than 7,300,000 acres (113 per 
cent.) more than in 1880 and 1879, in which latter year 
the crop was largest (1,755 million bushels), and when 
the Department expects a crop of *‘ not less than 1,800 
million bushels,” it does not expect a large yield. A 
production per acre as large as in 1879 would give 1,961 
millions; as large as in 1880, 1,920 millions. From 
what is said in the newspapers we might suppose that 
the crop is unexceptionally good this year. That is 
not true. In most of Ohio, the southern part of In- 
diana, and a small part of Illinois (a part which 
does not produce much corn, however), it has 
been made a decidedly poor crop by drouth, and 
the crop in the South generally seems to be only 
a fair one, though corn has suffered much less than 
cotton. The South in the aggregate grows a great 
deal of corn—355 million bushels in 1879 and 445 
miliions in 1880, when it had an extraordinarily 
good yield on an extraordinarily large acreage. 

The hot weather of the first half of this month has 
been most favorable for coru, except where it was 
suffering from drouth, and it was 100 late for that to 
be helped by any kind of weather. It is a mis- 
take to suppose that all corn is out of the 
way of frost. There are always some fields in 
most parts of the corn belt north of the latitude of Sr. 
Louis and some small parts of most fields which will 
suffer from frost even at the very end of September, 
unless the season is a very early one, as it was not 
this year. It doubtless makes but a small proportion 
of the crop, but a small proportion of it makes a good 
deal of corn. It is certainly true, however, that a 
great deal more corn is now mature than we have had 
in this country in any year since 1880, and this is going 
to be a very great advantage to many parts of the 
country and to many railroads, especially to those 
in the corn states west of Indiana, in Illinois, Iowa, 
Missouri, Kansasand Nebraska, where the corn area 
is largest and has been growing fastest and where the 
crop is good, and in Iowa, Nebraska and Kansas extra- 
ordinary. Even there, however, we have to deal with 
a larger population and an enormous increase in rail- 
road mileage, anda yield of 305 million bushels in 
Iowa, for instance (which seems quite probable), will 
not be felt as much by any railroad there as the yield 
of 275 millions in 1879, because there are 7,300 miles 
of railroad there now, against 4,780 in 1879, when the 
corn was gathered. 

The Department of Agriculture estimates the oat 
crop this year to be not as good (in average yield) as 
last year and the year before, when it was extraordi- 
narily good, but better than in any other year since 
1878, the condition at harvest being 95. But the crop 
amounts to about 500 million bushels, while in previous 
years it has been in millions of bushels : 


1878. 1879. 1880, 1881. 1882. 1883. 
470.0 407.9 417.9 416.5 488.3 571.3 


Thus the crop this year is larger than in any pre- 
vious year except last year. This is the least valuable 
of the grains, but becomes of great importance when 
the corn crop is light. 
lions of decrease is worth about as much as 37 millions 
of corn or 27 millions of wheat. 

The condition of the tobacco crop is reported by the 
Department to be higher than in any other year since 
1877, averaging 94, against 80 last year. In the North- 
ern states which grow seed leaf tobacco the condition 
is especially high—Connecticut, 103; Massachusetts, 


Per 1,090 inhabitants... 
Per mile of railroad ... 


At current prices, the 71 mil- | £35 





105; New York, 98; thieiiiteiete. 99; ‘Witndadii: 100. 
The condition in the other tobacco states is 91 in 
Maryland, 94 in Virginia, 95 in North Carolina and 
Kentucky, 105 in Tennessee, and 63 in Ohio. The 
drought in the Ohio Valley thus seems not to have 
hurt the Kentucky tobacco, probably because the 
rains that were too late for corn came in time for the 
later crop. 

Cotton was much damaged by drought during Aug- 
ust, the average condition for toe whole country fall- 
ing from 87 at the beginning to 824 at the end of the 
month, The average condition is brought down by 
the very poor condition in Texas, We should remem- 
ber, however, thatthe condition last year Sept. 1 was 
74. Favorable weather in September and October 
will make a great difference tn the amonut of cotton 
produced in all states except Texas, where the crop 
matures earlier and is too far gone to be helped by any 
kind of weather, in many parts of the state. Appar- 
ently a considerably larger production than the light 
one of last year may be expected —- except in 
Texas and Louisiana. 


Altogether, the year is not one of extraor- 
dinary crops, and hardly of more than  aver- 
age crops. But the production of everything 
except oats is much larger than last year, 


and of the production of corn (which is really 
our chief crop, covering a much larger area than all 
other cereals together, and nearly as much as the ag- 
gregate average of wheat, oats and cotton) much larger 
than in any year since 1880. Excepting cotton, we 
have had less than average crops since 1880, and an 
average crop even seems large now. For four suc- 
cessive years, ending with 1880. grain crops as a whole 
had been above the average, and this had much to do 
with the exceptional prosperity in the latter part of this 
period. Large crops cannot do as much for the rail- 
roads now, as we have pointed out, but they will be 
much better for them than such as we had last year 
and in 1881. 








The Profits of English Railroads. 





The English railroads are not exempt from the 
depression which is affecting our own. The four great 
companies, working an aggregate of over 7,000 miles 
of railroad (besides canals), and representing an in- 
vestment of nearly $1,500,000,000, have also been 
compelled to reduce dividends. On the London & 
Northwestern and on the Northeastern this reduction 
is at the rate of 1 per cent. per annum ; on the Mid- 
land and the Great Western it is at the rate of 4 and } 
per cent. respectively. The remaining twelve com- 
panies, with an aggregate mileage of somewhat less 
than 5,000, have just about held their own. 

Several explanations are given by the English press, 
One set of writers suggest that the railroads are giv- 
ing too little attention to high-class freight or to the 
development of passenger traffic, and too much to 
mineral traffic. Others insist that they have been 
increasing their permanent investment beyond what 
the traffic demanded. Either of these points may 
possibly be true, but they are quite irrelevant. True 
or false, they have little todo with the case in hand. 
They do not explain the reduction of dividend from 
1883 to 1884. The passenger traffic has actually in- 
creased 23 per cent., and the capital expenditure for 
the year te not been inordinately large. 

A careful study of the returns gives ground for the 
suspicion that the English companies have been in past 
years paying dividends out of capital; dividing as large 
a proportion of the gross earnings as possible, swelling 
the construction account unfairly, and borrowing 
money for expenses which should have been paid out 
ofrevenue. At this distance it is of course impossibie 
to form an adequate judgment, especially since the 
returns are meagre on some essential points. But there 
are two or three indications which look decidedly as 
though the construction account had been unfairly 
swelled, and the maintenance charges wrongly re- 
duced. 

First, the rapidly increasing cost per mile of English 
railroads. Taking the statistics for the United King- 
dom, we find that the cost per mile of lines open in 
1855 was £37,703, or about $183,(00. Then it steadily 
diminished for eight years, reaching a minimum in 
1863 of £32,804 or $160,000. From that time it was 
subject to fluctuations, but on the whole it continued 
to increase slowly until the end of 1872, when it was 
,984, or $176,000. Then began a period of rapid 
increase: in 1874 it reached £37,000, in 1876 £39,000, in 
1878 £40,000, in 1881 £41,000, in 1883 £42,000. The cost 
per mile of British railroads Dec. 31 last was put down 
at $204,400. This is an increase on the cost per mile of 
more than 16 per cent. in 11 years. 

To be sure, the United States cost per mile, running 





up from $50,000 to-$62,000, shows an even greater per- 
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centage of increase. But it is not half as great an ac- 
tual increase for each mile; and we almost certainly 
have more to show for it in the way of improvement 
of road and equipment. There was in the United States 
a great deal more room for such improvement and 
necessity for new capital expenditure on roads which 
had been at first badly built and lightly equipped. 

The second point is, that in the face of diminished 
earnings and diminished train mileage, the great com- 
panies have had increased working expenses; and their 
increase comes chiefly under the head of repairs and re- 
newals of rolling stock. Happening on so large a scale, 
this indicates either that they previously did not make 
the necessary repairs or that they borrowed money to 
pay for them. "Whichever of these two was the case, it 
would have the effect of increasing dividends unfairly. 
Public opinion in England objects alike to the accu- 
mulation of a surplus in good years, and the reduction 
of dividend in bad years. On the other hand, the En- 
glish public is willing to lend any desired amount of 
money at very low rates of interest. Thus the temp- 
tation to pay repairs by borrowing money is great; and 
the secrecy of railroad accounts multiplies the temp- 
tation. 

It is generally understood that the English holders 
of New York Central stock have brought great 
pressure to bear to make the road pay dividends which 
it did not really earn, and that some of the most in- 
fluential of them bitterly opposed the present reduc- 
tion in the face of the fact that everybody knew the 
road was not earning more than 6 per cent. They 
were for borrowing money enough to pay the & per 
cent. rate of dividend, and manipulating the accounts 
so 28 to conceal te real state of things from the public. 
Now if English business men of hizh character advo- 
cated such a course for the New York Central. it may 
well be looked at in connection with the fact that the 
London & Northwestern, which ten ye rs ago was ad- 
mirably constructed and equipped, has since that time 
increased its capital account $25,000 per mile, not to 
mention the equally significant fact that it now finds 
itself powerless to prevent an increase of $200,000 in 
its working expenses (exclusive of taxation) in the face 
of a reduction of 246,000 in its train mileage. 








The Manchester Ship Canal bill which early in the 
year was favorably received by a committee of the 
House of Lo ds, has been rejected by the Commons’ 
committee. The scheme is not a new one; but it is 
one which receives more and more forcible support 
each year, as the trade and accommodations of Liver. 
pool become overcrowded. 

The traffic on this route has always been large, and 
has taxed the means of transportation to the utmo-t. 
It was on this route thatthe first English canal was 
built, in 1772, and the first railroad of importance in 
the world, in 1825. That railroad was built as a means 
of refuge from the exorbitant canal toils, which were 
paying the canal owners nearly 100 per cent. annually 
on their inve-tment. To-day the ship canal is sought 
asa means cf relief from ihe high charges of the rail- 
roads and of the port of Liverpool. 

The port charges of Liverpool are bigh for the same 
reason that those of New York are high—because 
there is a limited amount of the most available accom- 
modation in proportion to the demand. The railroad 
charges are high, because this limited accommodation 
would prevent the traffic from increasing rapidly if the 
charges were lower. Thus the Liverpool merchants 
complain greatly of discriminations again-t them; for 
the railroads make lower rates to ports in the imme- 
diate neighborhood where the traftic can be increased 
and the port dues are less. It is practically the same 
thing as if the railroads were able to discriminate 
heavily in favor of Jersey City or Staten Island against 
New York. 

It is now proposed to make the manufacturers of 
Lancushire independent of Liverpool harbor and rail- 
roads both, by the construction of a ship canal wh'ch 
shall accommodate vessels of several thousand tons— 
making Manchester a seaport of the first rank, in spite 
of its situation 80 milesinland and 60 ft. above tide- 
water, The commercial case in favor of such a project 
seems to have been made out. There seems to be 
every reason to expect that it would be of great benefit 
to trade, and pay the investors well at the same 
time. 

The serious opposition, which was, for the time 
being, at any rate, sufficient to defeat the bill, was 
connected with engineering dangers or interferences 
by which other interests than those of the canal might 
be affected. One point was that the scheme would 
involve change. in the existing lines of railroad ; and 
though the canal.company would of course bear the 
expense of these changes, it could not avoid the result 
that the new grades.would..be more unfavorable. 





THE RAILROAD GAZETTE. 


There was the same difficulty about existing canals. | 
But a far more serious consideration was the possible 
damage to the harbor of Liverpool. Ten miles of the 
proposed canal consisted of a large low-water channel 
almost parallel to the Mersey, and uniting with it 
opposite Garston, above Liverpool. It was claimed 
that this would cause land to accumulate in the port of 
Garston and above it; and then, the tidal capacity of 
the river being thus lessened, the water at the bar | 
below the mouth of the river would become shallower 
and the port of Liverpool seriously injured. There 
was conflicting expert testimony on both sides; but | 
the fate of the bill was probably decided by Captain 
Eads, who was recognized even by a Parliamentary 
committee as knowing more about sand-bars on a 
large scale than English engineers. Captain Eads 
pronounced against the project in its present shape, 
but admitted that it might be possible so to modify 
it as to obviate the dangers. We may, therefore, ex- 

















pect to hear of the same general scheme again in a 
slightly different form. 











The increasing safety of English railroad travel ap- 
pears from the following table which we take from 
The Economist of Aug. 30: 


Proportion killed 
from causes te- 
yond their own 
control to num- 


Passengers killed 
from causes be- No. of 
yon! theirown passenger 


. control. ourneys. ber carried 
ORS GOR si6.c. cicee 684,000,000 1 10 62,156,(00 
—_— es | 655,000.000 * 36,380,000 
Four years 1878-81... 151 2.354,000,000 * 756,588.000 
2" 1874-77... 152 2,075,000.000 ** 13,650 000 
- 187-73... 142 1,59 900.0 0 * 11,197,900 
. 1866-69... OL 1,178,000.000 42:941.000 
1856-79... 64 557.000,0 0 . 8.708,000 
1847-49... 36 173,000, 00 = 4,782,000 


In spite of this good showing, the management of 
at least one railroad system—the London & South- 
western—seems to afford passenzers little real safety. 
Recent accidents on this road seem to make it clear 
that it uses bad cars, with inadequate brakes, at dan- 
gerous rates of speed. Co'onel Rich, ina recent re- 
port to the Board of Trade, says that there is ‘‘ no 
room for doubt that a great deal of reform in the 
management and improvement in the working of this 
railway is required. * * * It is not to be expected 
that the whole of a company’s stock and railway sh»Il 
be of the best description ; but the public has a right 
to expect that old and inferior stock shallnot be run 
over old and inferior parts of the railway atsuch a 
speed as to make it unpleasant and dangerous to all 
who use it.” The Board of Trade, a just and nota 
meddlesome body, has given this report its official ap- 
proval, telling the directors plainly that a complete re- 
form is needed at an early date. And in this demand 
it is supported by the English press and by public 
ypinion generally. 








The Louisville Cotiriér- Journal gives an account of 
the manner in which rival passenger agents qualified 
themselves for dismissal in u struggle to secure an ex- 
cursion from Kentucky to Kansas worked up by a 
Kansas land agent. The passengers came from the 
country between Stanford and Lebanon, Ky., and the 
headquarters was near Hustonville, near the Cincin- 
vati Southern. This road, in connection with the 
Ohio & Mississippi, was first in the field ; but when it 
was known to the Louisville & Nashville and the 
Louisville & St. Louis Air-Line, they sent down agents, 
and the struggle hegan. ~The regular round-trip rate 
was $41; this was reduced to $20 at once, then to $15 
aud $9; in the afternoon to $6, before night to $1, 
and by 10 p. m. to 50 cents. 

At midnight the Cincinnati side stretched out a 
huge cotton banner across the street with the words, 
** All who wish to go to Kansas, come go free.” The 
Louisville party kept up the rate of $1, however, until 
nearly 100 had been ticketed. The following day by 
agreement the rate was made $3, and more than 300 
people were ticketed to Harper and Florence, Kan., at 
that rate, the distance heing over 800 miles. The 
Louisville account of the affair says that the Louisville 
& Nashville took 278 of the excursionists, and the Cin- 
cinnati Southern about 100. No one is reported dis- 
charged so far. 





Some one has telegraphed from London that there 
is no probability that money can be raised there to 
meet the financial needs of the Erie, the Wabash and 
the Louisville & Nashville, the English public being 
thoroughly disgusted with American railroad manage- 
ment. It will not be safe, however, to trust private 
advices of this kind, which may be manufactured to 
affect the market. Doubtless a great many investors, 
American as well as English, in the stocks of these 
companies are disgusted with the result of their 
investment; but the question with them now is not 
whether they approve or disapprove of the past man- 
agement of these companies, but what shall be done 











to save. as much as possible of what they have ' 
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invested. It is evident that something must be 
done if the stockholders are to save anything. 
If they have no hopes of saving anything, of 
course they will refuse to send good money after bad 
in a subscription that will only benefit bondholders. 

But the fact that there is still a price for their 
shares—in some cases a considerable price—indicates 
that they do not take quite so gloomy a view of their 
prospects. In every case of this kind those who think 
their stock is worth nothing soon part with it to those 
who think it-is still worth something, and it is only 
the latter class of people that have to be dealt with. 
Meanwhile the chancesfor speculation are improved. 
Those who wish to buy stock cheap, either to fill short 
contracts or for a future rise, are not always 
above circulating reports that the stockholders are 
refusing to take the steps which are necessary 
to preserve any value for their holdings. A period 
of reorganization of companies is harvest time for 
men who have some knowledge of the actual value of 
a property, and no scruples in misrepresenting it. It 
is, too, often harvest time for well-infurmed and hon- 
orable investors, though so much uncertainty attends 
schemes for reorganization that the investor needs to 
be well-informed as to the disposition of those on 
whom its success depends, as well as to the value of 
the property to be reorganized. 


It is satisfactory to find that the fatal results of the 
bri akage of the crank axle which caused the Penistone 
accident has at last awakened those who preside over 
the destinies of English railroads to the danger of the 
crank axle. The chairman of the greatest English 
company, the London & Northwestern, said at the 
half-yearly mecting, referring to the compound en- 
gines introduced by Mr. F. W. Webb, the Mechanical 
Engineer of the line: ‘‘ Nothing has pleased me more 
lately than to see the old-fashioned crank axle done 
away with.” The singl< inside cylinder employed by 
Mr. Webb gives plenty of room to use strong crank 
throws of a minimum thickness of 7 or 8 in., instead of 
4in., asin the ordinary form of inside cyliuder en- 
gine. This can be clearly seen by referring to the 
illustrations of the Webb compound engine that have 
already appeared in these pages, * and comparing it 
with the ordinary form of crank axle. + Whether the 
compound engine is superior to the simple outside-cyl- 
inder engine is another question. 

Itappears that the breakage of this particular axle 
was due to an internal flaw which could not have been 
detected by any external examination. The excessive 
strain per square inch due to the weak form of the 
crank axle probably enlarged this flaw until it ex- 


| tended to the surface, when ihe axle finally broke 


comple'ely, After detailing the circumstances of the 
accident the Board of Trade Inspector says : 

** As to the precautions which it would be advisable to 
take in order to prevent a recurrence uf such an accident, I 
would remark that the giving way of a crank which is 
proved by the evidence and tests to have been properly 
made of steel of good quality and to have been of excep- 
tional strength and weight, and which bad only run for a dis- 
tance of 50,776 miles, should lead locomotive engineers to 
consider carefully the relative advantages of engines with 
inside cylinders and crank axles as comoared with engines 
with outside cylinders and straight axle. * * * A re- 
turn shou!d be prepared showing the proportion of crank 
axles and of straight axles which have failed durimg a given 
period, relatively to the number of such axles in use upon 
engines throughout the kingdom.” 


As at present compiled. the annual returns of acci- 
dents do not show this quite distinctly, the relative 
number of inside and outside-cylinder engines not 
being given, but the disproportion in the numbers of 
axles broken is apparently in favor of the straight 
axle in the proportion of about 20 to 1. 








The Anti-Monopoly Convention of Nebraska is, so fat 
as we know, the only political body in this country 
that has ever broached the subject of government 
ownership of railroads. One of its resolutions is: 
‘“‘That we are in favor of government ownership and 
control of all railway tracksin the United States, and 
belizve the general government should appraise and 
condemn all lines and pay for them the actual value.” 
The same convention denounced a proposed amend- 
ment of the constitution of Nebraska providing for a 
Railroad Commission, regarding itas ‘framed in the 
interest of corporations,” and it demanded that the 
Legislature remedy abuses complained of by direct 
legislation. 





The West Shore road is showing a great deal of en- 
ergy and enterpri-e under the receivers, pushing out 
for new business and making new combinations as if 
it expected to live long enough to reap a harvest from 
seed now sown. Tne very large excursion traffic it 
has carried may not have produced any net revenue, 
and probably has spoiled a good deal for the New 

* See pave 1/3 of Railrovd Guzerte of Feb. 15, 1884, and page 


497 of tne number for July 4, 1884. 
tSce page 389 of Rattroad Gazette, May 23, 1884. 
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York Central and some for the Frie; but probably the | 
West Shore manazement is content if it has paid ex- 
penses, as it has made its handsome cars known to 
thousands who might not otherwise have traveled on 
the road. Recently arrangements have been made with 
the Wabash and the Grand Trunk fora St. Louis line and 
for further cultivation of freight traffic, and there are 
signs of making greater inroads than formerly into 
the east-bound freight. If it can do this and barely 
pay expenses, it will probably be able to command 
in no very long time a considerable traffic which 
will eventually pay a profit; but the difficulty would 
seem to be to pay expenses so leng as the road is in 
its present incomplete condition. Probably if it is 
once demonstrated that the road can command a traffic 
which will pay if the road is improved, the money for 
the improvement can be had. Just now a good many 
bondholders seem to feel that it is quite uncertain 
whether they will ever get any return, whatever they 
may do, and fear thatif they advance more money, 
they will lose that as well as what they have already 
invested. 








That the conference in Detroit was a important 
one, at which arrangements were made for an inter- 
change of traffic between the Wabash, the Grand 
Trunk and the West Shore, is indicated by the high 
rank and number of the officers who took part in it, 
including the general managers of the Wabash and 
the West Shore, the general traffic managers of the 
Grand Trunk, the Wabash and the Fitchburg, with 
the Freight Traffic Manager of the West Shore; the 
general passenger agents of all these roads, with some 
of their assis'ants, and also officers of the transporta- 
tion departments of the Wabash and the Great West- 
ern Division of the Grand Trunk. So many important 
officers are not likely to get together on unimportant 
businiss, 








The report that the Northern Pacific Railroad would 
carry wheat from all points on its line to Duluth for 
$8 per ton, which is the same as the rate to Portland, 
is much discussed by Pacific Coast newspapers, and 
very unfavorably, as tending to destroy the export 
business of that coast. Probably enough, the feeling at 
the farmers’ stations is quite different, but the popula- 
tion, and especially the organs of public opinion, are 
chiefly on the coast. It is taken for granted that such 
a rate would not pay, as it certainly would not, and 
one explanation suggested is that the Northern Pacific 
desires to reduce the profits of the Oregon Railway & 
Navigation Company’s roads in order that it may lease 
them on easy terms. But a commoner explanation is 
thatit intends by the low rate to drive all vessels away 
fiom the Pacific Coast in order that afterwards it may 
have a mouopoly of the transportation at its own 
rates! Unfortunately for such a scheme, vessels 
which go when rates are low can come again when 
they are high, and still more unfortunately, if the 
railroad should make a paying rate on wheat after 
having driven away the shipping, at the present price 
the wheat would almost surely go into store before it 
would pay the rate. What the Northern Pacific needs, 
with respect to Oregon and Washington wheat, more 
than anything else is, not that it should go to Duluth 
or pass over its road at all, but that the growers of the 
wheat should get the highest possible prices for it. It 
is simply impossible that it should make anything 
itself by carrying it, or anything worth mentioning ; 
but it will make much more even this year by carry- 
ing goods and passengers if the wheat-growers 
make a good profit on their crop than if they 
make avery small one. It is not likely to affect 
this profit directly by carrying at low rates, 
because it cannot afford to make them low enough; 
but it might perhaps force those who do carry 
the wheat, and make a considerable profit on it, to 
carry at lower rates and yield some of their profit to 
the farmers. These carriers are the Oregon Railway & 
Navigation Co. and the ozean vessels. The latter are 
not making large profits now, charters being made for 
about 45 shillings per ton, which is about 33 cents per 
bushel; but the railroad is able to collect about 12 
cents a bushel. we believe, for carrying a little more 
than 200 miles, and this, if there is business enough, 
yields a large profit. The traffic is not yet very large, 
however. 








The new Mexican railroads seem not to be doing very 
well as yet. Approximate earnings of the Mexican 
Central Railway in August as telegraphed from Mexico 
were $240,000, and for four —— they have b’en: 


May. Jun July. August. 
$265,344 $243,453 $230, 153 $240,000. 


The company works 1,993 miles of railroad, so that 
the average earnings per mile have been but $123 


per month. As the Mexican currency is silver, about |i 


one-seventh must be deducied from this to represent 


| the equivalent in our currency. The Mexican National 
for the three months ending with June earned at the 
rate of $150 per month gross and $18 net per mile; the 
latter has its system in two isolated and widely sep- 
arated sections, but it has not the several hundred 
miles of road through country almost destitute of local 
traffic which must greatly reduce the earnings per 
mile of the Mexican Central. It seems surprising. 
however, that the Southern Division of the Mexican 
National, which is a pretty thickly peopled country, 
should have light gross earnings, and much lighter net 
earnings then the Northern Division, which is next 
the Texas border, the earnings per mile having been 
at the rate of $111 per month gross and $27 net on the 
Northern, and $184 gross and $6} net on the Southern 
Division. The latter, being distant from supplies and 
poorly supplied with fuel, is naturally the most costly 
to work. 








The New York, Pennsylvania & Ohio Railroad was 
worked by the Erie during May, June and July both 
this year and last. The decrease in gross earnings 
this year was larger in proportion than on the Erie 
even, but the decrease in working expenses was but a 
trifle, so that the decrease in net earnings was very 





large. The figures are: 
1884. 183. Decrease. P.c 
Gross earnings... .... $1,355.416 $1,775,136 $419,720 23.6 
DIG. oc so05000000 1,026,356 1,051,85L $-.5,615 2.4 
Net earnings........ $329,080 $723,185 $394,105 54.5 


The decrease in net earnings in these months was 
thus considerably more than one-half. The rental 
payable by the Erie increases and decreases with the 
gross earnings. It was $568,044 last year and but 
$433,733 this year, for the three months, but with the 
larger rental there was left a profit of $155,141 ; with 
the smaller rental a loss of $104,653. The work- 
ing expenses were 74 per cent. of the earnings this 
year, and less than 59} per cent. last year. Small net 
earnings have been very common on this road, how- 
ever, before the lease. The expenses were included 
by the terms of the lease, however, so that the figures 
are not quite comparable with those for the last two 
years. The net earnings for the three months in pre- 
vious years had been : 

1877. 1878. 879. 1880. 1881. 18x: 
$205,733 $173,689 gi2t, 751 $278,538 $415,264 $475, 035 

Thus, the small netearnings this year were larger 
than those reported in any year previous to 1881. 

The lease is sometimes spoken of as an unwise step 
on the part of the Erie. The results do not indicate it. 
It is true that during the ten months of the fiscal year 
ending with July there was a loss of $331,534 on the 
lease, but in the five months during which the lease 
was in force last year there was a large profit on it 
—probably more than half a million dollars. 

Fair terms for a lease do not enable the lessor to 
make a profit in the worst of times, and since profits 
fluctuate greatly on this road, it is to be expected that 
there will be months and perhaps years when the ren- 
tal will exceed the net earnings. 








Chicago through rail shipments eastward in the 
month of August last were smailer than in any other 
August of the six years that the statistics have been 
kept, except 1882, and perhaps smaller also than then, 
as the reports this year include considerable shipments 
from junction points not heretofore reported. But the 
numbers of tons shipped in August as reported has 
been for six years : 


1879. 1880. 1881. 1882. 1883. 1884 
162,263 169,314 260,608 158,241 166,271 146,922 


The decrease from last year is 114 per cent., from 
1881, 44 per cent., and for 1880, 13} per cent., but there 
is an increase of 6} per cent. over 1832. Regular rates 
were the same (25 cents per 100 lbs. for grain) in the 
last three years, but not so well maintained last year 
as in the others. In 1851 the 15-cent rate diverted the 
traffic from the lakes, in 1880 a 30-cent rate was well 
maintained, in 1879 rates were advanced from previous 
very low figures and were made 20 cents Aug. 4 and 
25, Aug. 25, but probably the larger part of the ship- 
ments of the month were on contracts at lower rates, 

All the eight roads now working were carrying also 
last year, but only six before 1883, and only five in 
1879. . The five roads which had all the shipments in 
1879 had not more than two-thirds of them this year, 
and the six roads that carried 169,000 tons in 1880 and 
13%,C00 in 1882, carried not more than 118,000 this 
year. 

The whole traffic if carried through to New York 
yielded the several roads concerned about $750,000, 
and no one road at the Chicago end can have received 
gross more than about $75,000 from it last August ; 
while in 1880 the same road must have received more 
than $125,000 for its share of the same business. 

The shipments heretofore have always been larger 
in August than in July, even in 1879, when rates were 











advanced twice in August. This year there was a 


ll 





decrease from 152,828 tons in July to 146,922 in August. 
The earnings from the August business, however, were 
probably the larger by about one-fifth. 

We repeat that the Chicago shipments have become 
comparatively unimportant, except as they may indi- 
cate the general course of east-bound freight. For the 
time, they are smaller than heretofore, and in addition 
no road gets so large a share of them as heretofore. 








The receipts of grain and flour at New York in 
August were larger than in any previous month of 
this year, though nearly the same as in June, but 
small in comparison with most previous years, and it 
is rail receipts especially that are small. Thus, for the 
last six years the receip's of grain and flour, reduced 
to bushels, in August have been : 


P.c. ty 

By rail. By water. Total, rail 
6,017,959 = 4.779..95 = 19.787 B54 557. 

... 6,525.847 4,492,661 31,349.829 5.7 
“T) 91000.963 5,519'912 ~—-13'520,-80 66.6 
..10,563.84L 4.505.465 15,068,306 701 
8.107,387 9.492029 17,599,416 46.1 
.10,608.425 =. 7,653,895  18,.62,320 57.5 





The total receipts were less this year than in any 
other of the six—5 per cent. less than last year, 20 per 
cent. less than in 1882, 28 per cent. less than in 1881, 89 
per cent. less than in 1830, and 41 per cent. less than 
in 1879, 

The rail receipts, however, have decreased more 
than the canal receipts, being nearly 8 per cent. less 
than last year. while the canal receipts were but 
slightly greater this year; and they are a smaller pro- 
portion of the whole than in any other year except 
in 1880. The relative loss of the railroads, however, 
is not adequately shown by this; for while the total 
receipts have been fa'ling off, the flour receipts have 
been increasing, and for the flour the canal is no longer 
a competitor, though a little comes in vessels coast- 
wise. Taking grain a!one, which so far as the canal 
is concerned is the freight competed for, the receipts 
have been : 


Yeor. By riil. By water. Total. P.c. 
vheds + 00k segedses 3,848 BSL 4.700 378 8,549,229 450 
| ere 4,557,729 4,698,942 9,256,671 49.3 
EE s2ccex sess ... 6,692,407 4,394,104 11, ORG, 51t 60.4 
1881 poy +4 4.378,210 12,851156 659 
ry yl 9,324, 150 14:93,052 - $7.5 

7,514,469 15,811,231 52.5 





Receipts of grain i die by water were thus larger 
this year than in any other since 1880, but the receipts 
by rail were 154 per cent. less than last year, 424 per 
cent. less than in 1882, 544 per cent. less than in 1881 
(when rail rates were not more than 15 cents) and even 
314 per cent. less than in 1880, when the railroads 
were getting a 30-cent rate. 

Not only has the whole rail business declined, but 
it is divided among more railroads. The two new 
trunk lines did not get much in August, it is true, but 
they brought about one-eighth of the total rail receipts 
of flour and grain, so that the receipts of the old trunk 
lines were reduced considerably from this cause. These 
have been in August, of flour and grain : 


Year. N. Y. Cen. Erie. Perna. Other roads 
1884........ %,:314,370 1,240,051 1,579,519 784,129 
sae 2,170,038 2,630,841 1,526 810 194.158 
SES 4,569,816 2,287,775 2.105.809 37 568 
Ss 4.666.567 3,863,580 1,093 110 39.784 
ae 4. 986,298 2,178, 494 921.256 21.439 
1879........ 5,868,195 2,251,255 1,478,574 10.601 
1878......-. 4,082,286 2 "503. 112 1,419,190 20.353 
1877 2,652,938 1. 757 506 700,725 15,835 


We go back here to the time when the depression 
of business was greatest, and find that in no year ex- 
cept last year did the New York Central have so light a 
grain movement as this year, and in no year at all did 
the Erie. Sofar as the grain movement goes, therefore, 
last August was extraordinarily unfavorable for these 
two roads. For the Pennsylvania the decrease from 
its highest figures (in 1882) was but 25 per cent., 
while the New York Central in comparison with 
the same year lost nearly 50 per cent., and the Erie 
41 per cent. If the other traffic had followed 
the same course, no one could wonder that trunk line 
business is bad. But other business has not decreased so 
much, and that this traffic is not in itself of transcend- 
ant importance may be judged by the fact that the 
New York Central’s earnings from it last year, when 
its total earnings averaged $2,750,000 per month, 
could not have been more than $110,000. The grain 
trade, however, affects other trade to a very great 
extent. 








For the first week of September reports of earnings 
generally show decrease compared with last year, 
though there are some large increases, one of which is 
by the Canadian Pacific, which had not been doing at 
all well ; the Northern Pacific shows a gain of 274 per 
cent., against a slight decrease in August, and it also 
has a gain of 24 per cent. in the second week; the St. 
Louis & San Francisco gained very greatly also. The 
St. Paul & Omaha gained 5} per cent., having had a 
decrease in August, but it lost 8} per cent. in the sec- 
ond week; the rate of decrease is much less than 
in August on the Northwestern, but more on the Mil- 
waukee & St. Paul; the Chicago & Alton has a large 
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decrease for the first time this year ; the Long Island INTERLOCKING MacHives ERECTED BY THE UNION SwitcH AND Stanal. Co. 
g i .i he first week and of 17 {In this table, in the ec oluma headed “System,” “*S. & F."’ means Saxby & Farmer, and * T. & B.”’ Toucey & Buchanan. In the 
hens rn “s ne ren ‘ sa column headed “ Levers.” a * prefixed to the coher signifies th ut the apparatus is in course of erection. In the column headed 
per cent. in the second week of September. **Electro-locking” ‘* E. L.” signifies that the electrical locking apparatus is used, and with * 








The through shipments from New York to the 
West, which held up wonderfully well during the 
first half of the year, fell off considerably in August 
and were then something lke one-seventh less than 
last year, one-eighth less than in 1882, and more than 
one-seventh less than in 1881, but one-ninth per cent. 
more than in 1880, and still more than in earlier years. 
These shipments are perhaps the best single key to 
the general condition of the country. 








We report this week the August earnings of 26 rail- 
roads, in addition to the 20 given last week. Of those 
reported this week 10 have an increase in total earn- 
ings. In the aggregate, however, these roads had a 
large decrease in earnings—more than 10 per cent. 
The aggregate mileage and earnings and the average 
earnings per mile of the 46 roads that have reported 
for August so far are : 


a 1883. Ine. or Dec. P. c. 
SOP ee eee re 6,480 34.230 220 6.6 
Earnings. 7.3 





-$16, 9: 6 278 $18,300, i 0 “$1,343, ‘851 
464 71 


Earn. per ‘mile... 133 

With 2,250 miles more road wae is $1,843,861 less 
earnings, and the earnings per mile decreased more than 
13 per cent. 








The hearing on the subject of car-couplers which 
will be held by the Massachusetts Railroad Commis- 
sioners on Wednesday of next week should be a very 
serious one, for the last Legislature of the state passed 
a law that after March, 1885, some form of safety 
coupler approved by the Commission must be used 
on all new rolling stock within the state. Of 
course no mere ‘*‘ hearing” can do anything to- 
wards settling the question, except as it pro- 
vides opportunity for every one who has any 
device to offer it. Only a prolonged investigation 
will show the merits of anything offered. But the 
circumstances call the serious attention of railroad 
men to the subject, and that it has been impossible 
heretofore to secure. One evidence is the discussion 
to be held next Tuesday evening by the New England 
Railroad Club, notice of which is given elsewhere. 








The Union Pacific shows a decrease of 8 per cent. of gross 
earnings in July, but its decrease in working expenses was 
no less than 16 per cent., aud this leaves an increase of 8 
percent. in the net earnings, amounting to $97,797. The 
expenses were 50%, per cent. of the earnings last year and 
only 444¢ per cent. this year. This is much less than the 
ordinary proportion of expenses, which was 49.3 por cent. 
for the whole of last year, 47 for 1882 and 51‘¢ for 1881, 
and still less than in previous months of this year, for the 
first half of which the expenses were 654 per cent. of the 
earnings. 

The gross earnings in July were larger than in any pre- 
vious month of this year, and the working expenses were 
much less, as will appear below: 


Gross earnings. Expeuses. Net earnings 
DORE oc Sines kanes $1,538,308 $1,305,364 $233,544 
February.... .. . 1,547,969 1,201,019 346,959 
WOME «.o0) wd Ne ccoa 1.972, 712 04,553 768.159 
BE ess ccdenvens ec 2,128,965 1,177,025 951,940 
WEE va cicntancwoubes ot 2,112,342 1,169,867 942,475 
POD in cedsee soteca - 2,196,282 1,149,437 1,026,846 
BEE .vceinnadubasewden 2,388,343 1,063,697 1,324,646 


Thus the net earnings in July were 26%{ per cent. more 
than in June, and 401¢ per cent. more than in May, and 
nearly as great as for the three months ending with March. 
Gross earnings were larger in July than in June, or any 
earlier month of the year, last year as well as this, but they 
were smaller than in June in both 1881 and 1882. 

Last year this company had nearly the same gross earn_ 
ings as the year before, and a considerable increase in net 
earnings over 1882, for the seven months ending with July: 
but for the remaining five months there was some decrease 
in gross earnings, a large increase in working expenses, and 
consequently a very large decrease in net earnings, 
follows : 


as 














7 months to July 31: 1883. 1 Inc. or Dec. P. ¢ 
Seeee eaeeings. ~- SiR 738 $15.985,2 27 73 _ o.5t2 ... 
Expenses.......... 8,509,125 9,022,215 — 513,090 5.7 

Net earnings.... "$7,471,641 $6,963,063 + 508,578 7.3 

5 months to Dec. 31: 

Gross earnings.... 13,780,228 14,373,649 — 598,421 4.2 
Expenses... . 8,161,046 7,039,735 + 1,121,311 16.0 
Net earainzs.... $5,619,182 $7,338,914 — $1,719,732 23.6 


Tbus the considerable increase in net earnings made 
in the first seven months of last year over 1882 
was wholly due to smaller expenses; but in the last 
five months of the year there was a very large in- 
crease in expenses, which, combined with a considerable 
decrease in gross earnings, reduced very greatly the net 
earnings. Thus the period after July last year was an 
exceptionally unfavorable one for the Union Pacific, 
and it will not be doing very well this year unless 
it does better than it did then. But the seven months 
ending with July having been favorable last year, 
a moderate falling-off this year would have still left 
good returos. But the decrease was immoderate,. being 
$2,019,721 (13 per cent.) in gross earnings, and $2,444,124 
(32 per cent.) in net earnings. The July return is encourag- 
ing, comparing as it does with a fairly good month last 
year, but it is not so encouraging as it would have heen if 





paratus is also used } 


RAILROAD. 


Bost. & Albany......... 


. Springfield .. 


LocaTIon. SYSTEM. 


Huntingdon Ave............. 
Bro kiine Jumc.... ..... scccsces 
ee > a errr 


. West Chester Park. 


Balt. & Ohio... .... 
Balt. & Potomac... 
Bost. & Loweil...... 
Cin., Mil. & St. P 
Cleve., Col 


ee St. a & Pitts.. 
& C.M.andC. &X.. 
Ea stern. 3 


Chice., — & “oe 


Chic. & Grand Trunk.. 
Fitchburg, 


aise street, Chic ago. S. & F. 
-|Throop street, “ =... os = 
. Wood street, 
POI 055s. descccccn woeen 
‘ ey | eee ee ee 
Valparaiso, Ind. . . Pneumatic 
Fitchburgh Crossing. eatenan ’ & F., 


Grand Rapids ‘& Ind... 
Ind. Union.... ; 
Junction...........-- 


Long Island. 


.|Pearsall’s 


Lehigh Valley 


Lake Shore & Mich So. 
Mich. Cent 
Maxhattan 


ieee a 


N. Y. Cen. & i edeen 


fi. & H Shae 
_& 


.:Y., Re 
iy 
in pdt Cent. 


N. Y. Woodhaven & R. 


N. Y., West Shore & B.. 
N. Y., Ont. & W. re 
Eee 
Phil. & Reading... Wayne 
P.,C. & St. L aa 
Penna. R. R.— 

Main TANG...660055 


P. W. & B. Div.... 
N. Y. Div..... 


:../Monmouth 


. Metuchen 


. Passaic.... 


.| Webster. 


. Bailey's Switch. . 


, Cin. & Ind.. 
: .. Wellington.... 
.. Cleveland Yard 


.|West Chester Junc...... 


.|Bedford Junc 


. Hammond, 


2 127th a 


...|Battery Place... 
.| 1H5th st. 


.|Union Station, 


.| Mott Haven Tower No. i 


s ROOM 25 nce c savce-s 


. Westport Draw non. 


.| Woodbridge, | 


. Broad Channel, 
. Hammel’s. 


.|Powelton Ave, ‘ 


. | Wilkinsburg..... .... -... 


. Marion, 


Cottage Farm ... 
West of Cottage Farm 
Riverside 


Bessemer (‘ar ‘eal Bros. & Co.) 


T. & B. 
8S. & F. 


es 


oe a ee 
OS re 
Minneapolis..... 

Berea, O & B. 


ieee (deebocee S. 


& F. 
Richmond June 20 
Columbus, O 


Stevens. 
(south end.) . “it 


«CONCOTE DURE. ..wcccasccc os 


Wasepi, Mich..... 
Brightwo: d, Tnd 


. | Stevens. 
. Pneumatic 
8 & F 


Gray’s Ferry.....ccceess sovcece 


Wovdbaven 
Rockaway 





EWN ATUEMONEL. 3.5 - wis'0:s 00:80 
East New York......... 
Fresh Pond........ 


Bound Brook 
. Erie 


Pneumatic. 


eee 
Rector st.. N. Y 
35d st. and 6th Ave., 
53d sia 9th 

57th st. and or Ave. 
59th 
i27th 


Hy 
3d 
3d 
3d 


124th 
98th 


: Chatham, Square........ ast 


Terminal .... | 


\City Hall Station...... 


and 8th 
156th % Seon venture 
Baltimore. ... . 
Grand Cent. Depot Tower, No. 1. 


No. 


Tne as sla Sa AB ale 
COE Os cc000% 


7 


mec River 8ridge.. 
OS, eer 
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Stevens. 


Fordham 
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Perk Place 
Williams ake 


. Woodlawn. . 


Melrose. 


S. & F. 
Walpole....... Stevens. 


Oceanport, } 


.|Elizabethport, | 
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t. Rahway, 


LDrawhritiges, |... esses 
Goose Creek, ) ’ 
- Drawbridges. 


SYTACUSE........0 

Newburgh. . 

GA stations... .......csccccees 
South Framingham cemamenies ; 
Wayne Junc 
Noblestown 


S. & F. 
Stevens. 
Special. 
S. & F. 


Broad st., k 
20th st., = Seat a 
30th st., Z 
324 st., 2 


36th st., 

Sed * 

aoth * ‘ 
E ast Leg Mantua nis 
{West 
Dillerville 
UENO vocealiccasecck ss are 
OP ee 


weer 


ON, FO nck. oss cecdiveccees 
is re 
Delaware Junc.. 
E end Schuylkill Bridge... 
Germantown Junc 


8S. & F. 


East Brunswick.........-.- 
Perth Amboy June. 


East Newark.. 


. Hackens cack OE PE re are 


Amboy Bie... 2) 


Schuy kill Div. 


St. L. Bridge & Tunnel. 


Shenandoah Valley... a 
Troy & G. and Hoosac T 


Union Stock Yards..... 


. East St. Louis 
. Main st , St. Louis..... .. 
. Poplar st., 


.| Hoosae Tunnel (Each end) 


Wena 
se 
Sea Girt ...... aaa 
West Jersey June 
Perkiomen Junc. 
Birdsboro 


* tower 


Ne ne. cee eaeine 
North Adams (State Line). 


Stevens. 
Chicago, Ill 


| 





~~ Note t—This total, 2 


. Hydrautic. 


Pneumatic. 
. Sale m Tunnel (north CS ere 


. Pneumatic. 


Pneumatic. 


Total.....! 


* suffixed it means that the Sykes ap- 


Number of 
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® - ie ie | ST os 

3 olse|/Big| 2 a REMARKS. 

3 fee) @ 4 <4 _ ~ 

uv n _ wn os ° S 

: : ei: eo | & 7 

© : a 5 

2 : i 
7 ‘| rs 2 l| -. Lo 
7 1 ; 4 4 

58 ‘ 6) 32) 19) 316 3 
BI... 2}. a8 None 

20 =m 12 s 6 EL 
9 3}. 6 at 3 : 

4 4; 3! None 

40 3 1} 31; 12) 31 E. I 

11 a A 6 4 3 . 

16 8|.. 4 1) 5) None 

12 4 8 6 1 . West. Md. Junc. 

10 P 7 3 1 

36 | 8. 47| 31) 22 “ 

6 2 5 3 ] E. L. 

11 1 7 4 2| None. Wheel — 

: ‘ _ {| Wheel &L E. Junc. 
4 |... 8 4 4 EL. |) gqualizs. & F. levers 

43 a 33 11, 11) None. 

14 2 a oe “6 L.M and C. H. & D. Jn. 
6t 10; 5) 5) E.L. |Equal i4S. & F. Levers. 
Be 5! 1 1 Sykes. 

7 a a 

12 32). 8) 2)| ELL. 

18| 2 21) 10) 3} 

11 1 18 6 2 r 
9 3 6 4 3 ° 
6 2 5 a) 2 Ka 
8 ‘ 14 8 8 ‘ 

17 3). “| 14; 5& Old Colony June. 

29 3 14, 21 7 sia 3 
6 orn 4 4 { aa 
4*| 2 8| 4 4]; EL! Equal 12 8. & F. levers. 

16 2}. 10 4 Sh 4a one 

23 5 12) 11 7\| EL. |P., W.& B. June. 

13 1 7 3 2 1}, None. 

12 2 1 8 4 2 oh 

12 2 l 8 4 2 

12 ata 8 4 2 

13 3 & 1 ; = 

20 15 & 2) EL. 

10 4 7 2 1,, None. 

9 5 5 » \ Reading R. R. June. 
. s * 5 && | Equal 135. & F. levers 

10* 15) 18 18 Equal 218. & F. — 

LO 15 10 10 es Equal 21S. & F, levers. 

18 4 $17 1 None, 

mS aa (es | a 
6 2 4 2 1 

$0) -Si..2.) 221-8) 

19 1 23 10 6 

19 ations 14, 12 9 
7 7 20) 13 q 
5) j | 6 4 3 

sf 15 1 2 

10 2 10 4 4 

14 2). 12 cs 5 
+) 5 9 6 5 
8 7; 2) 43 

ll a 6 8 7 

14 2 10068) 8 

19 1 13 4 2 #6 

56 32) 36) 18 i. 

23 1 1i8| 12 4 on 

111 5} 78) 62) 35). . Replacing 56-lever ma- 

22 ee 12 9 f * chine. 
> o| “9 
5 o| 9 “ 

5 2 oO “ 
2 oS es A 

12 E 8 4 1 25 
8 ee 5 4 1 oF 

30 2 15, 14 7 pe 

10 A 7 2 1 sig 

20 1 17, 10 8 
5 9 ; 

14 8 5 2 
6 3 3 1 = 

16 +t 2 2 El’e.bell 

28 4/12 19 3 Sykes. Old Colony June. 

“rt oe 4 None. 2 y Bridge locks. 
( Sig’s wor'd by gear. 

ae ee 4 . aT “ “ 

4 a5 Ree ‘ ‘ “ 

et a ee 4. ; ‘ “ “ 
es 4. ' “ “ “ 
4 . * 

4). bs 

R641) Blosest Belesastavs-t| Oe 
4 j..../.. 4 None. Electric bell. 

ee ae OTE] Oe es 
8 ee Ss in  * 
q l 4 2 1 - 
6 a 3 2 1 None. 

61 35; 27) 20 

aw aS Bee 9 6 2 

eer Pes 15 6 4 

12 8 3 1 

2 3 15} 12 8 

1 18 10 4 

#1' 16 11 

2 12, 10 4 

9 10 10 

13; 14 9 

3 28) 14; 10 

2 ?8, 15 8 

: 19) 13) 15 
‘ 23} 21) 21 

if 1 13 $8 6 Also 6 bolt locks. 

B losselese 14, 5} 3 Wii. & North. Junc. 
8* 6 2} 2 
eee 4 2 ] 

33* 3). 20; 15 8 

22 2 13) 13 + 

11 1}. 6 5 2 

14 5 8 6 4 

24 13 9 5 
9 3 6 3 1 

23 ] 13; 11 5 
9 6 ] 1 
5 ; 4 3 And 3 bolt locks. 

19 13 14 7 Db 

ee 9 6 2 = 

13 3 6} 5) 4) EB. L. 

12* be} 4 4. None. 

16* + 12 7 6 EL 

80 98) 46, 46) None. Equal1708. & F. levers. 
8 10, 4 4 /E.L.** Fqual 19S. & F. levers. 

18 33} 9 9 3 Equal 48 8S. & F. levers. 
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.129, gives the number of distinct leaers. 





iu the body of the tavle 17 levers. are c ounted twice over. 
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TABLE NO. It. 
INTERLOCKING SwitcH AND SiGNAL APPARATUS ERECTED BY THE PENNSYLVANIA STEEL Co. 





















































| | | 
| | | Number of | 
| Signals. | Switches. | Locks. | 
| a oe 
| ‘Date put in j | Form of | 
No. RAILROAD. Location. | =< i) = | e z | Z 5 | Z 2 we signal. | ReMaRKs. 
| | |3|8| 818) 3/8/% |= |e | 
| | W*\¢]: P| 7 |e) g 5 
| | i}. 3 : : R . | | 
| | ie & | HE | & | 2|: I | 
| ee 8 & 1: J: le] +]: el 
at | HELE LLE LE SEES a dat tet 
oo -|Chee. & Ohio and Rich.|_ i oe \| | 
_& Allegheny ........ Chariottesv’, Va.|May, 1881 | 8 4/4 | 2 |....|.. | 2 |....|/Semaphore.| . 
2....N. ¥., New Haven & H Cos Cob, Conn.. - June, 1884.|.... 2 | WP Bocachens 2 | | 2 | 4 |\Semaphore.| (Orawbridze.) 
3 ..|Va. Midland and Rich | | } 
& Al'ezgheny......... - Lynchburg, Va.. INov., 1882., 10 | 4 4 \,4 2 eee] veel 2 . |Semaphore. | J 
4.../Pitts., Cin. & St. L.... Mansfield, Pa....\Oct., 1880. 10 | 2) Btn) B |aneo| one) B |---| omen | * 
5...|Phil. & Reading...... 16th St. pe. \Jan., 1884. || 10 | 4 i2 |/2/2 12 | 25 |....|\Semaphore. 
Phila, Pa..... | | 
6...'Phil., Wil. & Balt...... Wilmington, Del. ‘Mar., 1881. | 28 | 2 15 10) 4 | ree | 14 ee Semaphore. 
| 1} | | | | 





¢ The switches and locks are connected to the home signals, so as to show two colors whenever the s‘vitch 








is un- 


ocked, and one color, in conformity with the position of the switch, wa2.ever the switch is locked with the facinz-poiat locks. 
§ Alsocontr Is oae switchin siding to s2cure main line trains; 3 of ta tra 2 swite223 are arring2i to ba operated oy hand levers 


or the interlocking appara‘us, the main line sigaals being secured at danger when the switches are op-rated 


y haod. 








TABLE NO. Ill. 


INTERLOCKING SWITCH AND SIGNAL APPsRATUS ERECTED BY Na- 
TIONAL INTERLOCKING SWITCH AND SIGNAL Co. 


[The method of locking is purely mechanical, no electric inter- | 
































TABLE NO. IV. 


| Rartroaps Using THe Union Switcu AnD S1GNAL Co.’s ELECTRIC 
BLock SIGNALS. 


























locking with block system bring used. The system of interlock- | i 2 ee < 
ing used is the invention of Mr. James A. Bonnell, and is used ex- | . : = = | see 
clusively by the National Interlocking Switch and Signal Com- | i 2 awd &e8 
pany, Brooklyn, L. I.] | _ a on 
| -— ! -* 
ee oe \e 1/8) dae 
| | | & | 8 wos 
| | Number. n > 80 
| - = 4 - cr 
Bi) ag Lg ; =e 
No.| Railroad. | Location, | Date put | 3\2 = Form of : 36 
in use. | 22 SSE signal. — a pee 
| | a Fie LS | Miles. 
re. Boston & Albany..... lis Cc 8914 
Aa me or ron — ine -__-____ Boston & Providence. 15 D 10% 
| Montauk | Boston & Maine. 1 A lg 
|Long Island} June., near |June, 1884! 17 i15| 14 Semaphore | altimore & Potomac 2; D 
L. I. City. } | Connecticut River...... ; J Cc %4 
INorth Shore| a | Cincinnati S »uthern . | 4 E 15g 
Long Island) baa ., near July, 1884) 7) 4) 4 Semaphore ne mg & Obio. 2. * sane) OO 4 if 
— { | Great Western (Canada).................+.. 2|;Di 2 
_ | Junction K. K.—South St., Pailadelphia.. Bae 34 
‘in Louis: ille & Nashville............... .. 2... 10' D 6% 
ae ern 2; D 1% 
TABLE No. V. Michigan Central... .... 3/ B 1 
es . N. Y. & New Engiand..... “{Special, banner) Sy ee 204% 
RatLRoaDs UsinG Union Switch AND SIGNAL Co.’s ELECTRO- | New York, Providence & Boston....... .. 13 =D 13 
PNEUMATIC BLOCK SIGNALS. | Northern (SS ec eR RN IO RS 2; D 2 
Stet a S| New York, West — & Buffalo ...... .. 2 Cc i} 1% 
| | | Old Colony Raseee eeasbesien tactic. de ebivebeuee 30 B 2916 
} Ot So 50 banal cima bh Gemndenk ane’ 29; C | 32 
| 4% |2=) *Providence & Worcester.... ... .s.0s00- 67| D | 56 
| 2° ine | | Pittsburgh, Ft. Dee oe & Chicazo. 12; D 9 
lolme| Do. Chicago River bridge.......... 5;°D 3% 
| = |" " | Pennsylvania Co.. . Fn doas 1; A % 
is 3 5) meg Cincinnati & St. Louis ......... 23| Bi 13 
| & |38 | Chic.. St L. & Pitts., Loganspart, {nd...... 2! D | 34 
|r gr Philadelphia Wilmington *~ altimore...... 2 D | 2 
: |: B | St. Louis Bridge & Tunnel . are 312; D | 2 
| St. Paul, Siansapelis & Manitoba. Seaethacess 2 D 1% 
ae aR ie ea oe et Jersey Shh oban. cocky onhues nie kentedae sinks 3; D 1 
Penna. R. R.—E. Liberty to Wilkinsburg (4 tracks, 214) F ss | ay eer eee ee er 8 B 8 
Cn er ey ete Penge 2 ee | ae 
Fitchburz R. R —Between Fitchburg and Ashburnham...) 1) 11} TOtAL.-.--. <6 cess eee cee eect renee ees | 423 33434 
OE nc. Wee ee I casein, sak nh venus. 046084. 456005 41; 32) _ ee ae = fe ~ ne 
WD inickin.ntnscn tide cosksenhoend ob sista .Bs apdtbiacana 72) 53 | ‘ Sj gl ‘D” signals laid out to equip entire line 4314 miles double 
i rack 














the expenses had not been unusually small, and probably | | fully watthed, yet it creates a feeling of safety and sovurity 
smaller than they can be kept permanently. Last year | not otherwise obtainable.” 


after July the expenses averaged more than $1,600,000 per 
month. It is true that this included the expenses of the St. 


Another says: ‘‘I can see them ata greater distance than 
a man witha red flag, owing to theirelevation, and they are 


Joseph & Western, which the Union Pacific is not working | more likely to be seen in time, because we look for them 
now, but these averaged less than $65,000 per mouth for | every day in the same place. I donot consider them perfect, 


the year. The year before, when the expenses seem to have 
been kept abnormally low in those five months, they were 
more than $1,400,000 per month. We therefore cannot ex- 


| but they come nearer to perfection than anything I have 
seen. Inno case have I entered a block when occupied 
, without the signal showing danger.” On the other hand, 


pect that they will hereafter be as low as $1,063,697, as | several mention instances when the apparatus failed to work 
they were last July, which is, however, usually a month of | and showed a danger signal unnecessarily, and also several 


jight expenses, 








The Providence and Worcester Railroad, as most of our 


readers know, is equipped for its entire length (forty-four | 


miles) with the Union Switch & Engine Company’s auto- 
maticsignals. Letters were called out from all the locomotive 


runners on the line, by a circular asking them to state their | 
opinions ; we have examined these letters, which seem to in 1882, 


be sufficiently frank and unreserved, and it is curious to 


' point out that they should not be implicitly relied on, but a 
flag put out in case of need as an extra precaution. 








Chicago rail shipments eastward of flo ur, grain and pro- 
visions for the week ending Sept. 13, by the incomplete re- 
port to the Board of Trade, were 28,202‘ tons, against 
49,524 in the corresponding week of last year, and 29,812 
in both of which years the rate was the same as 
| now, though last year probably it was more cut than now. 


note with what unanimity they bear testimony to the fact! For six successive weeks the tons shipped and the percentage 


that they all ‘‘ feel safer running over the road,’’ that being 
the point apparently which has most impressed them, as is 
most natural, The replies are not strictly unanimous, for 
one man “don’t think you can trust them,” and ‘don’t feel 


as safe as if there were more brakemen on the trains with a | Provisions. . 


good man to flag” ; but the general tone of all the remaining | 
twenty-two is given in the following response: ‘‘ They are | 
the greatest possible help in running trains. 
ter in cases of dense fog and blinding snow-storms I have | 
found them to be of the greatest possible aid, enabling me 
with perfect ease to avoid delay and run at the usual rate of | 


, St. 
speed, which I should not have felt safe to do before they | Balt. & Ohio. 
were adopted. At night they are to the locomotive engine Chi. & Atlantic . 


what the meee is tothe mariner, and in my pinion are 
indispensable.” 


The past win-| C. & Grand T 




















going by each road have been: 
- — Week ending. —- 
Tons: Aug 9. Aug.16. Aug.23. Aug 30. Sep 6. a 13. 
= eee cecsene - 3.313 3,849 3,425 406 3,77 
ee 3,004 16,754 23,268 18,972 15,531 17, ‘ios 
6.613 8.309 7,712 7.554 7.98 8,26: 
OIE is: ceases 22,960 28,912 34,405 29,932 27.285 28,202 
Per cent.: 
17.9 17.6 13.5 12.2 8.6 10.1 
| Mich. Cen.. 11.0 14.2 11.8 9.1 10.7 8.3 
Lake Shore.. 18.2 160 21.2 16.9 19.0 15.0 
Nickel Plate. 9.8 114 12.2 13.5 99 11.5 
. Wayne. 17.1 15.9 186 16.8 16.0 19.3 
&P 6.2 7.0 6.3 10.1 13.6 16.6 
10.3 8.6 7.9 11.4 12.2 7.7 
9.5 9.3 8.5 10.0 9.0 11.5 


There was a a slight increase in the total shipments last 
| week, but with the exception of the previous week they were 


Another man says, “On one occasion I was brought to a | the smallest for five weeks. The increase over the previous 
stop by a brokeu rail when the only warning I received was | week was considerable in grain and smail in provisions, but 


an electric signal set at danger. 


Not only are its benefits | there was a large decrease in flour, which may perhaps con- 


felt while ruoning, but also in shifting and making up| tinue,as the Minneapolis mills were interrupted for some 
trains. Therefore, while I think it adds to the cares and - time by damage to their water power. The two Pennsyl- 
duties of an engineer, by furnishing more points tobe care- vania roads continued to take the lion’s share of the flour, 
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the Chicago, § St. Louis & Pittsburgh ile 2,789 tons 
(3384 per cent.), and the Fort Wayne 2,257 tors (2714 per 
cent.), out of the total of 8,263 tons, while the Chicago & 
Grand Trunk carried but 1,345 tons (16% per cent.), ind/ 
cating that the Montreal steamers are not the only ones that 
can make low export rates when necessary. It will be seen 
that there was not left much of the freight for the other 
roads to carry—less than 23 per cent. of the whole for the 
five roads. But what is more noticeable is that the Chicago , 
St. Louis & Pittsburgh was also, next to the Fort Wayne, 
the largest grain carrier, and that of the total freight ship - 
ments these two roads carried 35.9 per cent., while the 
three Vanderbilt roads carried 34 8 per cent. It should be 
said that the Grand Trunk is considerably ahead in its pro 
portion in the pool, and therefore should not be anxious to 
carry much now. 








The Central Pacitic report ote earnings in August giv es the 
earnings from through and loval business separately, as fo 1- 
lows: 


1884. 1883. Inc. or Dec. C. 

Through... ..... $594 600 779.627 — $185.67 22.5 
Rae ck sons 1.544,000 1.487.915 + 56,08 3.8 
Totel ..........$2,138,000 $2,267,542 — $120,542 5.7 


The decreasa in through earnings was thus very large, 
and as this road carries the whole of the Pacific coast busi- 
ness except that of Oregon and Washington, it doubtless in- 
dicates the decrease which its numerous connections in the 
East have suffered in the aggregate. The diversion of the 
Oregon and Washington shipments to the Union Pacific 
probably will account fur the larger part of it. The through 
earnings were 27%4 per cent. of the whole this year, against 
30 per cent. last year. 26 per cent. in 1882 and 23 per 
cent in 1881. Thus the through earnings, though a smaller 
proportion of the whole this year than last, were yet a 
larger proportion than in the two years previous. For four 
years the through and local — in August have been: 


1881. R82. 1883. 1884. 
Through........ eet ee $612.5 320 779.727 $=94,000 
eae 1,605,732 1,738,036 1,487.916 1,544,000 


Thus really the through earnings bave kept up better than 
the local. Since 1881 there has been an increase of $111,213 
in througb, but a decrease of $61,732 in lecal, and since 
1882 a decrease of $18,520 in through and $192,036 in local. 
It is only in ccmparisen with last year that the showing is 
more favorable for local earnings. 








The San Francisco Commercial Herald chronicles the 
chartering of 34 vessels to carry wheat from San Francisco 
during the month of August Jast, only one of which was a 
steamer, with an aggrega e tonnage of 53,814 tuns, which 
should carry about 4,000,000 bushels. The freight rates 
varied from £1 15:3. to £2 7s. 6d. per ton—from 23 cents to 
3114 cents per busbel. This was by far the larger part of the 
two export business of the port. There were engagements for 
little cargoes of lumber from California ports to the Sandwich 
Islands (205 and 199 tons), for one cargo of 1,648 tons of 
merchandise to New York, and of one of 197 tons of mer- 
cbandise for Mexico. But, besides these engagements to 
take freight from California, charters were made for seven 
vessels to take lumber from Puget Sound, one cargo (588 
tons) going to Panama, one to Liverpool, one to the Sand- 
wich Islands, and four to Australia; also for five vessels to 
bring coal to San Francisco. 








Awong the papers read at the late sessionof the British 
Association in Montreal was one on “The Working of 
Traftic upon Single-Track Railroads in Canada and the 
United States,” by Mr.W. K. Muir, of Detroit, who wasespe- 
cially qualified for the work of making this subject intel- 
ligible to Englishmen because after experience in Great 
Britain he had long experience in Canada when the roads 
there worked on the English rather than on the American 
plan, as well as afterwards when their workiog was 
changed, and in this country, also; his service, if we 
mistake not, having been for a time on the Grand Trunk, 
then as Assistant Superintendent of the Great Western 
while it was still worked on the English system ; in a simi- 
lar position on the Michigan Central ; then as General Superin - 
tendent of the Detroit & Milwaukee,whence he went back to 
the Great Western as Superintendent to workit in connec- 
tion with the Michigan Central on the American plan. Thus 
he is especially qualified to explain the mysteries of train- 
dispatching. 








The last rail was laid on the Louisville, New Orleans & 
Texas Railroad Sept. 1°, completing it from Memphis to 
New Orleans, 455 miles. It has been builtin the Hunting- 
ton interest, and connects the Chesapeake & Obio system at 
Memphis with the Southern Pacific system at New Orleans, 
thus forming a line under one general control from the At- 
Jantic at Newport News to the Pacific at San Francisco, a 
distance of ro less than 4,071 miles. A section between 
Lexington and Paducah is owned by the Louisville & 
Nashville, but the Chesapeake & Ohio has the right to run 
trains over it, we believe. The distance from Newport News 
to New Orleans by this route is 1,575 miles. It is nota 
short route either from the Atlantic to New Orleans or from 
the Atlantic to the Pacific. Indeed, as a transcontinental 
route it is an extremely lonz one, the shortest, via Chicago, 
the Union Pacific and the Central Pavific, being 3,270 miles, 
or 801 miles shorter. Moreover, the Atlantic terminus is 
not where it can command Pacific trade, but most of the 
trade must go from the East, and Newport News is more 
than 300 miles from New York and 500 from Boston. 

The new road from Memphis to New Orleans is nearer to 
the Mississippi than any other railroad, keeping in the 
basin of the Yazoo as far south as Vicksburg, in a country 














688 


THE RAILROAD GAZETTE. 


[SEPTEMBER 19, 1884 








subject to overflow, but of the greatest fertility. A very large 
part of the Yazoo Valley is still covered with a magnificent 
forest, which since this road was begun bas been purchased 
in large quantities by Northern Jumbermen. The railroad 
will have to compete, not only with the Mississippi but with 
the Yazoo, which is navigable for a large part of its leagth, 
and the bayous which penetrate the country between the 
Yazoo and the Mississippi give many of the planters and 
will give the lumbermen an outlet for their products inde- 
pendent of the railroads, If fairly occupied and utilized, 
however, the country on the line will be able to 
support a railroad handsomely. That part of it south of 
Vicksburg is well peopled, and wealthy, but most of it has 
easy access to the Mississippi. The north-and-south road 
next east, which the Illinois Central works (and which also 
has a connection with Memphis) now has quite large earn- 
ings, but the Mobile & Ohio, on the east side of Mississippi, 
has very light earnings, though for a long distance it passes 
through a fertile country. 








St. Louis through rail shipments of freight eastward dur- 
ing the month of August by the pool report were: 





Tons. P.c. of total 
I i sc aced sna anonntesssmss. red 17,791 43.5 
i Paes nigh ee ee ee ee 11,580 28.3 
End. & 86. TOUIB. 02. scecccce pe 12.4 
TERUG. 2K Ua cok Kbreccecéscascacess 4,4:7 10.8 
CE ies. Gs cadens cdecleesee2 bee 2,026 5.0 
po Ore err ee Pivbantee Sebusetad 40,9.6 100.0 


Under the apportionment this business is evenly divided, 
that is, each line is entitled to 20 per cent. of it. Thus in 
August the Chicago & Alton carried more than twice its 
sbare and the Ohio & Mississippi only one-fourth of its 
share. But it should be remembered that the excesses aud 
shortages, though large percentages of the total, are 
not large amounts, the St. Louis shipments in August 
having been but 28 per cent. of the Cnicago ship- 
ments. Since the 25-cent rate went into effect, July 24. to 
the end of August, the Alton carried 42.1 per cent. of the 
shipments instead of 20, but its excess was but 10,097 tons 
the gross earnings on which were $23,205. With rail and 
canal rates so much lower than rail rates the tendency is 
more than usual tu ship to a lake port instead of through by 
rail, but we do not understand that the above covers any- 
thing except shipments through by rail to the Western ter- 
mini of a trunk line or further east. 








The movement of wheat to Northwestern markets is still 
apparently for by far the larger part of winter wheat. The 
receipts at Milwaukee (all spring) have increased, but they 
remain very small, and at Chicago, which receives both 
spring and winter, and by far the larger part of the Iowa 
and Nebraska spring wheat, the receipts have fallen largely 
—44 per cent. since the second week of August to the first 
week of September. ‘The receipts at Toledo (nearly all 
winter wheat) have decreased, but continue very large. At 
Detroit receipts are unusually large; but at St. Louis (all win- 
ter wheat) they have fallen off 40 per cent. since the second 
week of August. Duluth in the first week of September 
shows for the first time the effect of the harvest, its receipts 
being then nearly four times as much as the week before 
and a fifth more than the Milwaukee receipts, yet only 172,- 
081 bushels. 








The delay of spring wheat in coming forward is shown by 
the receipts at Chicago, which from Sept. 1 to 13 for the 
last three years have been in car-loads : 





1584. 1883. 1882. 

EE WR oon nc wcaadbaibae aa 1,879 2,008 3.321 
SPM WHEAT. ... nccccccscesccccce 1.573 2,731 1,818 
MEE cinsins i HaniccaWemnnse oeiias® 3,452 4,739 5,139 
B.C. OF SPPINS....0.0cccccscccices 45.6 57.4 35.4 


Last year the winter wheat crop was very light except in 
Kansas; it is pot large in any of the country tributary to 
Chicago this year, except in Kansas, In 1882 there was a 
larger crop of both snring and winter wheat, much as there 
is now, except that there was much more in Llinois and 
Missouri, and in states further east. Though there is more 
winter wheat this year than last, the Chicago receipts have 
been 614 per cent. less ; but while there is also more spring 
wheat than last year, the Chicago receipts of it have been 42 
per cent. less. But the spring wheat harvest was earlier 
this year than last. 








At the recent summer meeting of the Institution of Me 
chanical Engineers, the Locomotive Superintendent of the 
Metropolitan (underground) Railway stated that neither 
engines nor enginemen were permitted to smoke on his line, 
and consequently the insides of the chimneys were so clean 
that they would not soil a cambric handkercbief! We have 
seen two rivals as to the possessor of the cleanest engine on 
the road rub down the sides of their respective cabs with silk 
handkerchiefs, and triumphantly wave the unsullied bandan_ 
nas with an air of triumph as they passed one another on a 
doubie-track road. But the inside of the chimney! What 
do our Pittsburgh and St. Louis friends think of this ¢ 








A local newspaper gives a curious account of the caisson 
works which are now going on for a bridge across the 
Arkansas River on the Little Rock Junction Railway, in 
which the interesting statement that the air pressure used is 
1,200 lbs. per square inch may be taken as a type of the sur- 
prising information contained in it. It is not surprising 
to Jearn that ‘‘taen unaccustomed to such extra pressure 
suffer from its effects so severely that none but perfectly 
sound men with well developed lungs cau stand it.” 








An explanation of the demoralization of passenger rates 
in parts of the West has been voluuteered, namely, that it 
is due to an enormous issue of 1,000 mile tickets in payment 
for advertising. The publishers who have thus taken their 





pay in trade are anxious to realize, and they dispose of their 
tickets (as they have a right to, if the tickets are unre- 
stricted), on the best terms they can get, which are usually 
very much less than the railroad companies’ price. But it 
can hardly be that there is enough advertising to cause any 
serious demoralization of rates. If any has come about 
through such tickets it.is probable that they were not really 
issued for advertising, but only charged as such, while actu- 
ally given as commissions to brokers. 








A report of the shipments of freight from New York city 
to California from June 17 to Aug. 30 shows that they 
averaged 235 tons per day. The shipments from Boston 
from July 1 to Aug. 30 averaged 16% tons per day. This 
traffic is not divided like the other through traffic, nor are 
the rates on it the same. The four old trunk lines take 
equal shares of this traffic, while the two new ones have the 
same as they have of other through freight, namely, the 
Lackawanna 12.6 and the West Shore 10 per cent. 








Foreign Railroad Notes. 


For some time past the Italian government has been con- 
sidering the project of a tunnel under the Straits of Mes- 
sina, to connect Sicily with Italy. A Piedmontese company 
bas come forward with a counter-project for a bridge, 
which, if ever carried out, would form as remarkablea work 
of the kind as there is in the world. The width of the strait 
at its narrowest point is about two miles ; but owing to the 
great depth of the water—more than 500 ft.—on this line, 
the projectors propose to locate the bridge where it would 
have a length of about two miles anda half. The plan in- 
volves four piers, connected by spans five-eighths of a mile 
in length, the two shore arches having half the span of the 
tbree central ones. The plan seems like an utterly imprac- 
ticable one, but it has attracted some attention at the Turin 
Exhibition and in Italian journals. 





Tho German Railroad Union finds its experiments in the 
way of round-trip (or rather circular trip) tickets at 
reduced rates for summer excursion travel a great suc 
cess, and is extending them further. The excursionist 
is practically allowed to lay out bis own route anywhere 
he pleases on the lines of the Union, subject only to 
the following restrictions: (1) The distance traversed 
must be not less than 600 kilometers (370 miles); (2) it 
must form for the most part a circular tour, as distinct 
from a mere journey out and back over the same lines; (3) 
it must constitute a closed circuit, beginning and ending at 
the same point. Such tickets are furnished at all prominent 
stations at four hours’ notice ; they are good for five weeks 
from the date of issue. The reduction from the regular 
rates is very considerable. Liberal as these terms have 
been, they are still further extended by a recent vote of the 
Union. The third point, making a closed circuit obligatory, 
was often inconvenient for excursionists going to Italy or 
Switzerland, because they were thereby compelled to 
reénter the territory of the Union ut the place where they 
left it. This point has been modified in their favor. In 
future they are to be given the privileges of the circular-trip 
ticket, even though they arrange their outward journey to 
one point on the frontier, and begin their homeward journey 
from another. With their route in foreigu parts the ‘icket 
of course has nothing todo. An attempt was also made to 
extend the five-weeks limit in the case of longer tours. 
The proposal was not carried this year, but it is likely to be 
renewed in the future. 


The French railroads also have extensive tourist arrange- 
ments, but they are not so convenient as those of Germany. 
The chief trouble is, that the tourist is not at liberty to ar- 
range his trip as he pleases, but must confine it to one or at 
most two of the six main systems which radiate from Paris. 
The companies also require five days’ notice previous to the 
issue of any such tickets. On the other hand, it must be said 
that the French railroads give circular-trip tickets for much 
shorter routes than the German; and are more liberal in 
their arrangements both with regard to baggage and to 
stop-over privileges. The French tickets are for the most 
part good for 30 days only; but on very long routes they 
are made out good for 45, or even for 60 days. The dis- 
count from the regular fares varies from 20 per cent. up; it 
is usually about 30 per cent.; but there are certain cases— 
for distances above 3,000 miles—where it reaches 55 per 
cent. The rates are not calculated, as in Germany, by pre- 
arranged discounts from the regular price of each coupon, 
but by adding up the total distance to be traversed, and 
charging mileage rates for the whole on a rapidly diminish- 
ing sliding scale, so that any extra addition to a long route 
costs practically nothing. 





The time of the journey between London and Paris by the 
Dover-Calais route (a distance of 283 miles) has recently 
been reduced from 10 hours to 8 hours 33 minutes, solely by 
increasing the speed of the traius on the French Northern 
Railroad, the English trains long having been among the 
fastest in the world. Now the train makes 444 miles per 
hour from Calais to Paris, and 434 from London to Dover. 
This is unheard-of speed for a regular train in France. 





A report at the recent Technical Convention of the German 
Railroad Union on ths use of block sigaals shows that on 
the roads of the Union on the open road (that is, between 
stations), only two systems are used, namely, block stations 
with what is called a *‘ Morse speaking apparatus” and op- 
tical signals, independent of the apparatus, and the electro- 
optical block system of Siemens & Halske. 

Both are reported to have worked satisfactorily. The first 
is said to be cheapest where the number of stations is few, 


and they are far apart—that is, where traffiz is not very 
heavy—and the latter where stations are close together and 
numerous. 

Automatic block systems, in which the sections are opened 
and closed for trains by the action of the trains passing over 
them, have been tried only experimentally by a few rail- 
roads, and the experience with them has not been sufficient 
to warrant a tinal juigment of their value. Most of the 
railroads which had tried them did not recommend them. 





The first serious effort to encourage a grain export trade 
was made by the East Indian Riilway Company in 1876 
when the charge for grain was made the same as for coal, 
and equal to 0.857 cent per ton per mile for the long haul of 
954 miles from Delhi to Howrah. The rates now, as given by 
the company itself in a communication to the governmeut 
in which they are reduced to pence per cental of 100 lbs., 
are: 

-—-Per 100 lbs.-— 


To Howrah from: Miles. Pence. Cents. 
BEN R Tees: Se ke atah sca, Mie wee 17.00 34 
PUNO aa acs. 006d cts vecdasde . 68444 14 57 29 
ee seandvines wae 8.26 16% 


This is interesting as showing the rates for the shorter 
distances. For the 332 miles they are at the rate of just 1 
cent per ton per mile; for the 68414 miles, 0.85 cent; and 
for the 954 miles, 0'713 cent. The board reckons the rupee 
at ls. 8d., which presumably allows for discount on silver 
as no mention is made of that important difference. 





In answering a memorial of the Liverpool Chamber c¢ 
Commerce, calling for a reduction of the grain rates of the 
Indian railroads, which cited rates from Chicago to the sea- 
board in this country as low as 20 cents per 100 lbs., the 
East Indian Railway board declared that rate to be unre- 
munerative here, and cited from the report of the Thurman- 
Cooley-Washburne Advisory Commission in support of the 
statement. 

In Belgium the state railroads have heretofore been under 
the direct‘on of the Minister of Public Works, who went 
into and out of office with the change of party majorities 
in the Parliament, and it was complained that there was 
no stability in the railroad administration, and that the 
person nominally responsible never really was sufficiently 
acquainted with railroad affairs to exercise an independent 
judgment, giving way toa new man before hs was master 
of the situation. Last June the office of Minister of Rail- 
roads was created, but while the new Minister will have 
the advantage over the old one that no other duties will 
distract his attention from the railroads, he remains a 
political minister, changed with every new Cabinet, and ap- 
pointed as a representative of his party, Liberal or Clerical, 
in the Parliament, and not for his capacity as a railroad 
manager. The first Minister of Railroads is Mr. Vanden 
Peereboom, who is appointed for political reasons, just as all 
our postmasters-general but one have been appointed. 


Modern American methods of handling freight have forced 
theniselves even upon the most conservative of countries. 
The transportation of grainin bulk was introduced last 
year by an Austrian road which connects the railroads of 
Southwestern Russia with the German roads. In spite of 
the fact that the break of gauge at the Russian frontier has 
compelled a transfer of the grain, the method has been ap- 
proved. Now the same system is being adopted by Hun- 
gary. Hungary has a large export trade of barley to the 
Mediterranean, via Adriatic ports. The Mediterranean boats 
seem to have been in the habit of stowing grain in bulk, 
even when the railroads brought itin bags; so that the 
change ought to bring even more than usual profit on the 
through traffic by rail and water combined. Meantime, at 
a recent conference between Russian and Austrian roads, a 
proposal was made to undertake the carriage of petroleum 
on a large scale in tank cars. The Russians and the Hun- 
garians seem to have been ready totry it at once; but the Aus- 
trians were quite overwhelmed by the proposal, and reserved 
their decision until they should have time tostudy the prob- 
able effects of such an in novation. 








THE SCRAP HEAP. 


The Erie's “Bouquet Division.” 


The Port Jervis Union says: “If ever the Delaware divis- 
ion of the Erie deserved the name of the ‘Bouquet Division’ 
it certainly is at this time. A jaunt over the road offers a 
series of delightful glimpses ot green swards dotted with 
growing flowers as the train flashes bv the stations. Super- 
intendent Murphy’s idea of floral plots at the various de- 
pots has been most thoroughly carried out by his subordi. 
nates, and the result is a justification of the labor bestowed. 
Some of the plots are noteworthy. Among them are the 
following: At Basket there is a triangular plot, 60 by 20 ft. 
each side of the station, one filled with coleus and the other 
with phlox, geraniums and petunias. At Cocheton the plot 
is 825 ft. long, in which there.is a horseshoe of coleus, 
a circle of geraniums and adouble circle of coleus. Nobody’s 
shows a gigantic portulacca. Narrowsburg bas two plots, 
one 40 by 80 ft , with a grand coleus star, and the other an 
irregular plot 250 ft. long, with figures in ferns, coleus and 
geraviums. At Lordville the plot is 45 by 125 ft., and is 
ornamented with eight geometrical figures in coladiums, 
coleus, geraniums apd petunias, and a dainty fountain 
plays in the centre. Those that attract the most attention 
from travelers are at Hancock and Deposit. At the former 
place, east of the station, is a rectangular plot about 25 by 
175, in which are the letters ‘‘N. Y., L E. & W. R. R.” in 
parti-colored portulaccas, At one end a bunch of coleus and 
at the other a grand show of horse-shve geraniums. The 
emerald grass is a splendid background for the bright colors, 
West of the station a large space is dotted by an artistically 
arranged coleus group, at the corners of which are several 
fine specimens of the cotton plant. 

**At Deposit more space has called out greater display. 
‘The plot west of the station has a border of maple trees, and 
three plots of phlox, petunias and geraniums. Between the 








station and tank is an irregular plot with a coleus star at 
one end, a mignonette crescent at the other, and the word 
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‘Erie’ in red box plant in the centre. East of the tank is a 
curious shaped plot nearly 300 ft. long, with a gigantic 
heart, cross and anchor, all in portulaccas. In front of the 
station is a long terrace on which glows in red box plant the 
name ‘Deposit.’ This is probably the finest display along 
the line of the road.” 


Train Wreckers Arrested. 


Four negroes have been arrested at Albany, Ga. , charged 
with baviog placed the obstructions wrecked a special train 
going from Albany to Dawson, on the night of Aug. 24, 
with soldiers to suppress a threatened riov. 


Old Enginemen. 


The Chattanooga Times says that Wm. McKiand, who 
helped build the road, bas been running au engine on the 
Nashville & Chattanooga for 32 years, while Henry Bur- 
rell, James Adcock and Charles Dahney have been running 
on it for 31 years. 


Assessment of Railroads in Illinois. 

The Illinois Board of Equalization of Taxes has ascertained 
that lands in that state are assessed at about 27 per cent. of 
their actual value, and gives this as a reason why railroads 
should not be assessed at their actual value. 

Giving Early Notice of Discharge. 

The Indianapolis Sentinel says : 

“The management of the Vandalia deserve credit for the 
honorable and fair manner in which they have treated their 
men. If an employé is to be discharged, owing to a lack of 
business or a change in policy, he is given ample notice ; in 
fact, no man is abruptly discharged unless he has been reck- 
1 ss or acted improperly. W. R. McKeene, President of the 
Vandalia, has come nearer than any other railroad official 
to carrying out an old Eoglish rule. which requires that an 
employé shall receive a month’s notice when turned off 
without cause.” 

A Steamboat Accident. 


On the morning of the 29th, as the steamboat ‘‘ Belmont,” 
belonging to the Louisville & Nashville Railroad Co., was 
towing two barges, having on board four passenger and 
two freight cars, which were being transferred from Evans- 
ville, Ind , to Henderson, Ky., for the railroad, was about 
three miles above Henderson, it was struck by a sudden 
squall of wind. The steanier was upset and sunk immedi- 
ately, carrying down with it nearly every one on board. 
Nearly all the passengers from the train were in the boat, 
and it is estimated that 25 persons were drowned, including 
the passengers and crew of the steamboat, only a few escap- 
ing. The barges were not upset, as the cavle ‘astening them 
to the steamer broke, and they were blown over to the Ken 
tucky shore and made fast to the bank. This is the first 
serious accident which ever occurred at this transfer. 


An Accommodating Road. 


A pleasanter disregard for time’s lapse was found on a 
narrow-gauge railroad that runs from Saratoga to the top 
of Mt. McGregor. On the way down. the train stops in the 
middle of an expansive pasture, which is nearly overgrown 
by daisies, and the conductor cries: ‘* Daisy station; three 
minutes to pick flowers!” The women thereupon debark, 
and load themselves florally. Their raptures are further ex- 
cited, on getting into the cars again, by the distribution of 
printed copies of a poem about daisies.—Correspondance of 
St. Louis Republican. 


Uniforming Lake Shore Trainmen. 


The Lake Snore & Michigan Southern Co. is measuring 
the employés for the new uoiform recently adopted. Itisa 
blue broadcloth and very tasty. The passenger conductors 
will figure in cutaway dress coats, and ticket agents and 
others will be dressed in cutaway sack coats. There are 
many of the employés who interpose objections to wearing a 
uniform chiefly because it is objectionable to them person- 
ally, but the managers of tne road meet the objections with 
the argument that employés who come immediately in con- 
tact with the public should be known at a glance and not put 
the patrons of the road to the trouble of making inquiries 
for those from whom they are entitled to information.— 
Detroit Post and Tribune. 


Old Conductors. 


There are now 13 passenger conductors on the Nashville, 
Chattansoga & St. Louis road who commenced running be- 
fore the war. Civilservice rules have been in operation on 
this road for a long time, and not a conductor from the out- 
side has been put on in 14 years. All the men have been 
advanced from the foot of the ladder. 


Train Wreckers Arrested. 


On Friday of last week John Roberts was arrested at 
Harvel, Ill., charged with throwing open aswitch at that 
piace, Aug. 27, and thus causing the wreck of a freight 
train by whicb the engineer was killed and a brakeman se- 
riously burt. Roberts’ motive is said to have been to get the 
job of tending the switch. He will now stand a chance of 
being switched off himself. 








General QMRailroad Mews. 
MEETINGS AND ANNOUNCEMENTS. 


Dividends. 
Dividends have been declared as follows: 

Buffalo & Southwestern, 344 per cent. payable Oct. 1, fcr 
half-year ending with June. 

Dubuque & Sioux City, 14 per cent., semi-annually, pay- 
able by John Paton & Co., New York, Oct. 16. Transfer 
books elose Sept. 30 to Oct. 17. 

Manhattan, consolidated stock 144 per cent., quarterly, 
payable Oct. 1. Transfer books close Sept. 21. 

New York, Lackawanna & Western, 1% per cent., 
quarterly, payable Oct. 1. , 


Railroad and Technical Conventions. 
Meetings and conventions of railroad associations and tech- 
nical societies will be held as follows: 

Association of American Railroad Superintendents, 
semi-annual meeting, in Boston, on Tuesday, Sept. 16. 

National Association of General Passenger & Ticket 
ange semi-annual convention, in Boston, on Tuesday, 
Sept. 16. 

Association of Railway Telegraph Superintendents, an- 
nual convention, in Philadelphia, on Wednesday, Sept. 17. 

New England Railroad Club, first monthly meeting for 
the season, at the rooms in the Boston & Albany station in 
Boston, on Wednesday, Sept. 24. 

New England Road- Masters’ Association, annual conven- 
tion, at White River Junction, Vt., on Wednesday, Oct. 8. 
A full programme and announcements were publisbed in 
the number for Sept. 5. 

General Time Convention, fall meeting, at the Conti- 
nental Hotel. Philadelpbia, on Tbursday, Oct. 9. 

Southern Time Convention, fall meeting, at No. 46 Bond 
street, New York, on Thursday, Sept. 18. 

American Street Railway Association, annual conven- 
tion, in New York, on Wednesday, Oct. 15. 














Indianapolis Association of Local Passenger 
Agents. 


This association was organized at a meeting of local and 
district passenger agents last week, and is to meet every 
Thursday hereafter. Efforts made to restore rates were 
not at the time successful. 


National Association of General Passenger and 
Ticket Agents. 

The semi-annual convention begun in Boston, Sept. 14: about 

40 members were present at the opening session. 


Superintendents’ Association. 

The eighth semi-annual meeting of the American Association 
of Railroad Superintendents began Tuesday, Sept. 16. D. 
W. Sanborn, of the Eastern Railroad, President, occupied 
the chair. The following roads were represented: Fitch- 
burg, Long Island, Providence, Boston & Maine, New York, 
Providence & Boston, Revere Beach, Grand Rapids & Indi- 
ana, New York & New Haven, New London Northern, 
Cheshire, aud Providence, Warren & Bristol. An Execu- 
tive Committee was chosen which is to decide the proper 
business to come before the meetings in the future. Resolu- 
tions were adopted that whenever employés were discharged 
for sufficient causes, the Superintendent of the road should 
give notice to all the other superintendents of the Associa- 
tion of the discbarge and the cause thereof. 

During the session on Wednesday, a letter was read from 
J. E. Ralpb, of the New York, West Shore & Buffalo Rail- 
road, suggesting some improvements in the matter of white 
light siznals. A discussion followed on the points emhodied 
in the letter, especially upon the suggestion that ground 
glass or porcelain should be substituted for the ordinary 
glass now in use. The letter was referred to the Committee 
on Conference with the General Time Convention, which 
meets in Paoiladelphia on Oct. 9, with instructions to 
1eport at the next meeting of the Association, The 
twenty four o’clock system of standard time came up 
for discussion and tbe matter was referred to a committee 
of three. A communication from S. P. Opdyke, of the New 
Haven & Northampton road, suggesting the advisability of 
having a universal system of automatic safety freight car 
coupling, was also discussed, and it was agreed that some 
uniform system was needed. In the afternoon the subject 
of astandard system of signals was considered, but was 
finally reterred to the next meeting, which will be held at 
Richmond, Va., next April. The convention then ad- 
journed. 

New England Railroad Club. 
The circular issued by Secretary J. M. Ford, announcing 
the first meeting of the season is as follows : 

“The regular monthly meeting of this Club will be held 
ou Wednesday, Sept. 24, 1884, at'7:30 p. m., at its rooms in 
the Bostou & Albany station, 

Subject for discussion : The Car Coupler Problem. 

‘*Tois is an important question t> Massachusetts railroads 
at this time by reason of the act of the Legislature requiring 
railroads to use safety couplers, and it is specially desirabie 
that all railroads in the state, as well as others, be repre- 
sented at this meeting. 

‘*The Railroad Commissioners meet the day following to 
consider the question. 

“‘Tnterested parties are cordially invited to be present.” 


Passenger Agents’ Meeting at Indianap olis. 


At a meeting last week which General Passenger Agents of 
18 railroads attended, an unsuccessful effort was made to 
come to an agreement as to methods of maintaining rates. 

A basis of et at was proposed by E. A. Ford, of the 
Pennsylvania lines west of Pittsburgh, containing the fol- 
lowing provisions in substance : 

First—To restore rates to tariff at all points. 

Second—Not to sell, offer to sell, nor allow any agent or 
representative any ticket at less than tariff or agreed rate 
during the life cf this agreement. 

Third—To employ none but salaried agents for procure- 
ment of business. 

Fourth—To pay no commissions or allow other consider- 
ation except money commission to regular agents for sale of 
their companies’ issues of tickets. 

Fifth—Not to solicit business at or from any purely local 
point on competing lines. 

Sixth—Not to issue any passes, tickets at reduced rates, or 
check excess baggage to secure or influence business. 

Seventh—Not to permit any connecting line to place or 
sell tickets of its own issue or orders for tickets over its line, 
or employ sub-agents on commission at any point within 
our territory; any line violating this provision to be frozen 
out by united action. 

Eighth—The agreement to take effect Sept. 15, and any 
line to give 10 days’ notice of withdrawal. 

Ninth—Any agent violating the agreement to forfeit 
$100. 

Four roads Nig 0 the fourth item, and H. M. Bronson, 
of the Indiana, Bloomington & Western refused to consent 
to Nos. 6 aud 7. Discussion showed that to expect unity of 
action was futile, and the meeting adjourned, after refer- 
ring the agreement to the general managers, with a recom- 
mendation that they call a meeting soon to consider it. 








ELECTIONS AND APPOINTMENTS. 


Adirondack.—At the annual meeting in New York» 
Sept. 10, the following were elected Directors: George T. 
Davis. Conrad N. Jordan, Cornelius E. Durkee, Warren 
Beman, George Leavitt, New York; Thos. C. Durant, 
North Creek, N. Y.: Silas Seymour, Wm. W. Durant, Jobn 
L. Barbour, Saratoga Springs, N. Y.; Edward C. James, 
Ogdensburg, N. Y.; Wm. Sutphen, Mt. Vernon, N. Y.; 
John T. Banker, Cranford. N. J. Messrs. Durkee and Leav- 
itt take the places of James J. Belden, of Syracuse, and 
Effingham H. Nichols, of New York. 


Chicago & Grand Trunk.—E, E. Hughes of the passenger 
department of the Michigan Central, has been appointed 
Western Passenger Agent, in place of J. A. Robbins, re- 
signed. . 


Chicago & Western Indiana.—Mr. James D. Carson, 
late General Superintendent of the Kansas City Union De- 
pot Co., bas been appointed General Manager in place of 
James Walsh, resigned. Mr. Carson took charge Sept. 11. 


“ Cincinnati, New Orleans & Texas Pacific.—Mr. E. P. 
Wilson, General Passenger Agent, announces changes and 
assignments of agents in the passeuger service as follows: 
The office of General Travelling Agent of the department is 
abolished, and the following will report directly to the 
General Passenger Agent: W. 8S. St. G-orge, Eastern 
Agent, and Paul H. Ravesies, Assistant; W. N. Culp, Gen- 
eral Agent, and W. H. Newman, Assistant, for Louisville and 
district attached; P S. Gilmore, Northwestern Passenger 
Agent, No. 81 Clark street,Chicago; Neil C. Kerr,Cincinnati: 
Mr. C. Baker, C eveland; Frank W. Woolley, Lexington, 
Ky.; R. 8. Patty. Johnson City,Tenn. ; J.S. Patty. Knoxville, 
Tenn.; D: J. Mullany, Atlanta, Ga.; A. E. Tolbert, San- 
Francisco, traveling passenger agents in charge of adver 





tising and ome | in territory attached to these respective 
headquarters; T. T. Green; General Southern Agent, and 
T. C. Murphy. Assistant Passenger Agent, Atlanta, Ga.: J. 
P. Beckwith, Resident Agent, Jacksonville, Fla.; Geo. F. 
Lupton, Southwestern Agent, Houston, Tex. 


Connecticut & Passumpsic Rivers,—At the annual meet- 
ing in Newport, Vt., Sept. 10, the following were chosen 
directors: Emmons Raymond, Cambridge, Mass.; W. R. 
Blodgett, Roston ; A. B. Harris, Springfieid,-Mass. ; Fred’k 
Billings, Wooistock, Vt.; Alden Speare, Newton, Mass. ; 
Amos Barnes, Boston: Uscar Eiwards, Northampton, Mass., 
C. W. Pierce, Boston, and 8. S. Thompson, Lyndon, Vt. 
Messrs. Harris, Billings and Edwards are new directors, 
and are large stockholders and directors of the Connecticut 
River Railroad Company. 


Denver & Rio Grande.—Nelson B. Eddy bas been ap- 
pointed Pacific Coast Agent, with oflice at San Francisco. 


Detroit, Grand Haven & Milwaukee.—Robert P. Bailie is 
made Master Mechanic in place of James Pleasdale, who has 
gone to the Chicago & Grand Trunk shops at Battle Creek. 


East Tennessee, Virginia & Georgia.—Mr. B. W. Wrenn, 
for 18 years General Passenger Agent of the Western & 
Atlantic, and one of the best known pas:enger agents in the 
South, bas been appointed Geueral Passenger Agent of this 
road, which, like his old one, has a line between Atlanta and 
Chattanooga, but, unlike bis old one, has about 1,000 miles 
of other road. 


Louisville, New Albany & Chicago.—Hon. George W. 
Eusley has been appointed General Solicitor in place of Col. 
Bennett H. Young, resigned. 


Marquette, Houghton & Ontonagon —Mr. Jobn Hornby, 
late Land Commissioner, but previously in the operating 
department, bas been made Genera! Manager in place of 
Samuel Schoch, resigned. 


Missouri Pacific.—W. F. Towne has been made New 
England Agent; W. P. Sargent. New England Freight 
Agent, and J. D. McBeath, New England Passenger Agent, 
with office at No. 290 Washington street, Boston. Mr. 
Towne has bad the corresponding position on the Wabash. 


meeting, Sept. 10, at Nashville. Tenn , the following were 
elected directors : G. M. Fogy, Thos. C. Whiteside, Shelby- 
ville, Tenn.; J. W. Childress, Edward F. Jordan, Murfrees 
boro, Tenn.: J. W. Thomas, Thos. W. Evans, A. 8. Col 
yar, I. T. Rhea, Nashville, Tenn.; M. H. Smith, George A. 
Washington, E. B. Stahlman. Louisville, Ky.; Henry E:rle, 
J. H. Inman, N. - H. Robinson aud J. G. Aydelotte. 
Messrs. J. Robinson, Aydelutte and Stahiman are new 
members, succeeding the late President James D. Porter, 
TkLos. Lipscomb, of Shelbyville, and C. C. Baldwin, of New 
New York. As heretofore announced, J. W. Thomas, here- 
tofore Generai Manager, was made President. 


New York & New England.—Mr. W. T. Hart was chosen 
President Sept. 10, to succeed Mr, Eustace C. Fitz, resigned. 
Mr. Hart was President before the accession of Gen. James 
H. Wilson in 1880. 


Rochester & Pittsburgh.—I. 8S. Emery, General Passenger 
Agent, was made General Freight Agent also Sept. 10. 


St. Paul & Minneapolis Elevated.—The first board of di- 
rectors of this new companv consists of Stephen G. Ober, 
Robert P. Ober, James 8. Drake, W. P. Davidson, Eugene 
A. Hendrickson, John M. Gilman, St. Paul; Norman B. 
Sberwood, Saratoga, N. Y.; Joel B. Bassett and James Mc- 
Mullin, Minneapolis. 


Texas Continental Transportation Co,—At East St. Louis, 
Sept. 8, Wm. Fagan, A. 8. Osgood, Jules Aldige, W. R. 
Wood, Wm. Klinge, T. S. Cummings and Frank Gilbert 
were elected directors, Wm. Fagan President, A. 8. Osgood 
Vice-President, Frank Gilbert Treasurer. and T, 8, Cum- 
mings Secretary and Cashier. The office of General Manager, 
which had been filled by the late President, D. M. Higgs, 
was abolished. C. A. Haslitt was made Superintendent. 
The headquarters are in New Orleans. 


Toledo, Cincinnati & St, Louis.—A report says that B. H. 
Williams, formerly agent of the Red Line, at Chicago, has 
been appointed General Freight Agent of the Dayton and 
the Dayton & Southeastern divisions. 


Traveling Auditors’ Association.—At the annual meeting 
in Chicago, Sept. 11, the following officers were elected: 
President, P. KR. Fereby; Vice-President, A. H. Coleman; 
Secretary and Treasurer, W. T. Hecker. lt was agreed to 
hold the next annual meeting at Detroit on the last Wedoes- 
day of August, 1885. 


Unton Pacific.—Godfrey Macdonald succeeds E. H. Wood, 
resigned, as Commercial Freight Agent at Chicago. 


Valley —W. H. Smith haa been eo Master of Trans ~ 
portation Dispatcher, in place of W. A. Merrill, resigned» 
Mr. Smith was formerly Train Dispatcher on the Connot- 
ton Valley road. 


Wabash, St. Louis & Pacific.—O. J. Travis has been ap- 
paws Master of Bridges and Buildings, and Charles Hansel 

esident Engineer of the Middle Division, with offices at 
Springfield, Ill. The office of E. N. Armstrong, Superin- 
tendent of this division, will be at Decatur, Il. 


Western d& Atlantic.—Mr. Joseph M. Brown, the new 
General Passenger Agent, has selected Mr. Alton Angier, 
who has been chief clerk of the passenger department ot the 
Cincinnati, New Orleans & Texas Pacific, as Assistant Gen- 
eral Passenger Agent, which position is likely to be import- 
ant, as Mr. Brown is General Freight Agent as well as 
General Passenger Agent. 


Western Society of Engineers.—Wm. Overton Winston 
was elected a member at the meeting in Chicago, Sept. 
) 


Western Union Telegraph.—George J. Gould, son of Jay 
Gould, has been elected Vice-President, and Mr. Samuel 
Sloan a member of the Executive Committee, both S 
Augustus Schell, deceased. 


Wisconsin, lowa & Nebraska.—At the annual meeting in 
Des Moines, lowa, Sept. 12, the following were elected 
Directors: R. T. Wilson, New York; B. L Harding, Des 
Moines ; Dr. George Glick, Marsh»]ltown, lowa : Geo. W. 
Seevers. R. T. Wilson was chosen Presideat, B. L. Harding 
Vice-President, and C. C. Gilman Secretary. 


Woodruff Sleeping and Parlor Coach Co.—W. W. 
Greene has been appointed Assistant Superintendent with 
a ae at Philadelphia, vice W. H. Poulson re- 
signed. 








PERSONAL. 


—Mr. F. P. Skilleen bas resigned bis position as Acsistant 
General Manager of the Gulf, Colorado & Santa Fe Rail- 
way, to take effect Sept. 20. 








—Mr. Frank E. Richardson, the Boston & Maine ticket 


Nashville, Chattanooga & St. Louis —At the annual . 


' 
: 
| 








690 





agent at Biddeford, Me., recently disappeared suddenly, 
and is thought to be insane. His accounts are all straight. 


—Mr. H. Roberts, Mechanical Superintendent of the Chi- 
cago & Grand Trunk and the Detroit, Grand Haven & Mil- 
waukee, will remove his office from Port Huron to Detroit, 
about the end of this mouth. 


—A special dispatch from Cleveland says: ‘‘Owing to a 
difference between the newly-appointed Mauager of the 


Allegheny Valley, Isaac Reynolds, and Train Dispatcher | - 


W. A. Merrill, of the same road, the latter bas resigued. 
Charles Blancaard, Master Mechanic, has also been asked to 
resign.” 


~—Mr. Tim. E. Chandler, one of the best known and best 
liked of Chicago railroad men, for long time private secre- 
tary of the General Manager of the Chicago & Northwest- 
ern, but for many years aad until a few months ago the 
Chicago agent of the Chicago, Milwaukee & St. Paul, has 
again ente:ed the service of the last named road, in the 
office of Commercial Agent C. L. Rising. 


—Some swindler has been going about Philadelphia, and 
perhaps else wbere, among manufactories and offices, passing 
himself off as John Hewitt, Jr.. a son of the Superintendent 
of Motive Power and Machinery of the Missouri Pacific, who 
wishes it understood that he does not turn out any such bad 
work. Tue rascal has defrauded some of the men he im- 
posed himself on by getting forged checks cashed. 


—Ata meetingof the board of directors of the Pennsyl- 
vania Railroad last week, the first since June 24, it ordered 
entered on its-records a statement of its regret at the death 
ot Henry M. Pbiliips, their late fellow-director, declaring 
that ‘* bis admirably trained legal mind proved of the great- 
est value in the consideration of the many important finan- 
cialand administrative questions submitted to the board 
during bis term of active and efficient service, and his clear 
judgment in all business affairs had great and deserved 
weight with his colleagues.” 

—Mr. A. C. Powell. ex-Mayor of Syracus?, and Superin- 
tendent of the Onondaga Salt Springs, who died at Quogue, 
L. L.,* Aug. 10, a graduate of Hobart College in 1853, was 
engaged as civil engineer in the construction of the Schenec 
tady & Utica, the Utica & Syracuse and the Syracuse & 
Auburn railroads, pow part of the New York Central. He 
was Chief Engineer of the Syracuse Northern Railroad, and 
wus employed as engineer in the enlargement of the Erie 
Canal. In 1871 he was summoned by the Austriau Govern- 
ment to act as consnliing engineer on the work of improv- 
ing the Danube River, and uuder this appointment he spent 
nearly a year in Europe. 


—Ata meeting of the grain trade of the Produce Ex- 
change, Sept. 12, resclutions of regret were adopted that 
George R. Blanchard should find it necessary to resign the 
vice-presidency of the New York, Lake Erie & Western 
Railread. The resolutions aiso testified that Mr. Blanchard’s 
services in the railroad interests had attracted trade, and io 
protecting and defending the city’s commercial and carrying 
interests, and particularly in aiding the establishment of the 
grain-grading system, his valuable services were gratefully 
recogaized by the Produce Exchange members. The grain 
trade promised that Mr. Blancbard would carry with him 
into any new field of duty its best wishes, its encouragement 
and support. 








TRAFFIC AND EARNINGS. 


Railroad Earnings. 
Earnings for various periods are reported as follows: 
Month of August : 





1884. 1882. Ine. or Dee. P.c. 
Ala. Gt. South.. 16,667 $92 043 ~*OD.z $5,376 5.8 
Ches..0.& 8 W. 123,198 124,519 D. 1,32 11 
Chi., 5t.P.,M. &0O. 464,290 495,619 D 30,119 6.1 
Chi. & W. Mich.. 124,130 151.286 D 30,156 20.0 
Cin., W. & Balt .. 170,652 192,230 D. 21,548 11.2 
Cleve., Ak. & Col. 23,817 22,791 I. 1,06 45 
E. Ten., Va & G. 301,705 362,564 D, 60.8459 168 
Ev. & Terre H.. 89 O86 82,307 I. 6.779 8.2 
Flint & Pere M.. 174,627 203,805 D. 29.178 143 
Ft. Worth & D.. 35,800 31,268 I. 45382 145 
Grand Trunk.... 1,385,525 1,491,596 D. 106,071 71 
G. B., W. & St. P. 20.329 31,025 D. 10,695 34.5 
Gulf, Col. & 8. F. 141,235 196,909 D 53,674 23.2 
Ill. Cen., Ii). & So. 

WEE van Nae anees 822.553 926,622 D. 104,069 11.2 
Ill. Cen , in Iowa. 125,731 166,471 D. 40,740 24.4 
Kansas City, Ft. 

Scott & Gulf... 183,851 174,843 1. 9.068 5.2 
Marq.. H. & Ont. 17.269 163,275 D 46.006 28.1 
Mem. & Charles. 119,778 102,478 I. 17.300 =—17.0 
N. O. & Ni r’east. 26,575 10,360 I. 16.215 18.7 
Ohio Central..... 99,322 111,694 D 12,342 «11.0 
Peoria, Dec. & E. 79,835 76.484 I, 3,354 4.4 
St.L,A.& T. H. 

Main Line .... 104,287 142,427 D 38,160¢ 26.8 

Belleville Line. 58,535 71,714 D, 13,179 18.4 
St. L., Ft. Scott & 

Wichita........ 44,441 30,505 I. 13,936 45.7 
Vicksburg & Mer. 35,134 $2,302 I. 2,832 8.6 
Vicks , Shreve. & 

eer 26.235 10,087 I. 16,148 16.0 
Wisconsin Ceut.. 105,546 122,905 D 19,359 15.7 

Month of July: 

Union Pacific.... 2,388,343 2,491,035 D, 202,692 8,1 
t. Net earnings... 1,824,646 1,226,349 I. 97,797 8.0 
‘irst week in September : 

Bur., C. R. & No 58.954 62,392 D. 3,438 5.5 
Canadian Pacific. 146,100 112,000 I 34,000 30.4 
Chi. & Alton .... 203,600 228.8 8 D. 25,228 11.0 
Chi. & East. Ill. 38.997 39,806 D. 809 2.0 
Chi. & W. Mich.. 27,955 31,05L_ D. 3,096 10.0 
Chi. & Nor’west. 512,800 548,300 D. 0,00) 6.5 
Chi., St. P., Min. 

MEGA Sccaveedxe 109,500 103.590 I. 5 €00 5.4 
Chi., Mil. & St. P 475,000 600,744 D. 25,744 5.1 
Cin., Ind., St. L & 

Bias reenaeeed 55,707 57,734 D. 2,027 3.5 
Det., Lan. & No. 23,756 3L 981 D. 8,225 25.6 
Flint & Pere M.. 40.510 45,133 D. 2.623 6.0 
Grand Trunk... 362,404 396,745 D. 34,341 8.7 
fh Cent., Il. & 

i Pe 205,000 227.826 D. 22.823 10.0 

Iowa lines ..... 36,300 40,232 D. 3,932 9.8 
Louisv. & Nash.. 271,660 287,560 D. 15,840 55 
Long Island..... 96,949 88,091 I. 8,948 10.2 
Mil. & Northern.. 8.840 8.445 I. 395 4.7 
Mil., L.S. & W.. 20,400 20,000 I. 400 2.0 
Norfolk & West. 71,802 61,444 T, 10,358 16.0 
Northern Pacific. 272.880 214,000 I. 58,880 27.5 
Roch, & Pitts. .. 23,9 5 19,436 I. 4,519 23.2 
St. L. & San Fr.. 110,909 84,400 I. 26,500 31.4 
St. L., Ft. Scott & 

Wichita ... ... 10,769 6.120 I. 4,579 740 
St. P. & Duluth.. 27 591 32,972 D. 5,38L 16.3 
Shenandoah Vy.. 20,396 22,585 D. 2,189 9.7 

Second week in September : 

Chi , Mil. & St. P. 471,600 514,928 D. 43,928 8.5 
Chi. & N. W.... 514. 585,100 D. 70,390 12.0 
C..st.P..M.&0. 110,200 120.400 D. 10,200 8.5 
Long Island...... 3,358 72,982 I. 12,376 17.0 
Northern Pac.... 279.961 225,25 ,* 54.711 243 
St. L. & San Fr.. 104.000 84,500 L. 19,500 23.1 

ee 398,000 405,000 D. 6,0 1.5 

Weekly earnings are usually estimated in part, and are 


subject to correction by later statements. 


THE RAILROAD GAZETTE. 





Grain Movement. 
Hor the week endirg Sept. 6, receipts aud shipments ol 
grain of all kinds at the eight reporting Northwestern mar 
kets and receipts at the seven Atlantic ports have been, in 
bushels, for the past nine years : 








North- -— Northwestern shipments.-— 
western ec Atlantic. 
receipts. Total. By rail. Byrail. receipts. 
..38.512,610 4,657,952 1.688 318 36 3 4,607,278 
5,751,856 4,89°%,113 1,024.3 4 20.9 4,967,774 
6,397, 60 5,813,414 1,0 581 17.6 8.249,026 
6,857.7 5,592,989 1,358,966 24.2 
5.155.991 1,504,145 29.2 
5,974,490 2.436,514 40.8 27 
5.276.710 2,187,580 41.7 4.923.298 
79 6 149,483 


: t 2,440.717 32.4 
-- 7,165,231 5,622,634 1,917,257 3,518,399 

Thus the receipts of the Northwestern markets for the 
week this year were 2,640,000 bushels less than in the cor- 
responding week of last year, but more thanin any previous 
year. They were nearly the same asin the previous week 
of this year. 

The shipments of these markets were 1,9!6090 bushels 
le:s than last year, also somewhat less than 1878 and 1881, 
but larger than in the other years. They were 384,000 
bushels more than in the previous week of this year, and 
with two exceptions were the largest of the year. The rail 
shipments were the smallest for four years. The shipments 
down the Missis-ippi were 382,664 bushels and 6.8 per cent. 
of the whole. 

The Atlantic receipts for the week were smaller tban in 
the corresponding week of any of the seven years previous, 
and 2,631,000 bushels (42 per cent.) less tban last year. 
They were also 1,087,000 bushels less in the previous week 
of this year and were the smallest for three weeks. 

The exports of the Atlantic ports for the week to Sept. 6 
have been for five years: 

1880 1881. 1882 1885. 1884. 
142,024 36,618 195.792 114,249 141.660 
..5,153,736 2,954,567 2,875,804 2,667.647 2 647,853 





Fionur, bbls..... 
Grain, bu. .. 








Total, bu .. .4,792,844 3,569,348 3.768.368 3,181,767 3,285,323 

Thus the exports this year were slightly more than last 
year, but much less than in the other three years, and 43 
per cent. less than in 1880: 


They Sell Tickets at Full Rates. 
Ticket agents deny that rates are cut to Eastern points. One 
way for them to get around tbe truth is, for them to sell 
tickets toa party of travelers at regular rates, excepting 
one or two to whom they give passes. Then the total net 
value of the tickets is divided up among them, and the 
average cost to each member is made at much below the 
regular price.—St. Paul Pioneer-Fress. 
Luw Excursion Rates. 

The employés in the Pittsburgh, Fort Wayne & Chicago 
shops at Allegheny City had their annual picnic at Rock 
Point last week and the fare for the trip, 40 miles and back, 
was only ten cents, Two trains of more than 20 cars each 
carried about 2,000 people, so that notwithstanding the low 
fare the receipt must have been about $1.25 per train mile. 
No one could attend except on invitation. 


The Chicago and Trans-Missouri Traffic. 


A meeting of the general minagers of the roads of the 
Western Trunk Lines Association, and of the other roads 
conuuecting with the Union Pacific and the Atchison, Topeka 
& Santa Fe, was held in Chicago last Tuesday and Wednes- 
day, which adopted a recommendation of a special commit- 
tee. It proposes the formation of four pools on California 
aud Colorado business, two east and two west of the Mis- 
souri River, the former to include all the Omaha and South- 
western lines, and the latter to include the Chicago, Burling- 
ton & Quincy, the Atchison, Topeka & Santa Fe, and the 
Union Pacific roads. It is provided that there shall be four com- 
missionerships, and that a conference committee, consisting 
of members of all four pools, shall be appointed to arbitrate 
any difficulty affecting the roads both east and west of the 
Missouri River. This committee isto serve in only an ad 
visory capacity. 

At a further session on Wednesday the motion was re- 
newed to form pools on California business, one pool to be 
composed of the roads east of the Missouri River. and the 
other of the roads west of the Missouri River. This was 
agreed to unanimously, which was a concession on the part 
of the Burlington, which had once refused to consent to the 
formation of avy pool until the Nebraska question was 
finally disposed of. The meeting then adjourned until 
Thursday morning, when an effort was to be made to decide 
upon percentages. It was agreed in case the lines could not 
agree upon a proper apportionment the entire question 
should be referred to Joseph F. Tucker as arbitrator, whose 
finding was to be binding. 

‘The pool is to continues three montbs, after which time any 
road may withdraw and abrogate the agreement by giving 
30 days’ notice. Mr. Hoxie, of the Missouri Pacific, voted 
in favor of the resolution on the condition that the St. Louis 
& San Francisco would join, which was thought to be cer- 
tain. Tbe Transcontinental Association was to meet Wed- 
nesday also, and, if the St. Louis & San Francisco agreed to 
enter, to reorganize itself into a pool, the percentages, when 
announced, to take effect immediately. Heretofore the 
organization has been a traffic association, not a pool. The 
Utah, Colorado and Nebraska traffic remained to be pro- 
vided for. 

Chicago-St. Louis Freight Pool. 

The Illinois Central last week demanded an increase of its 
share of the freight from 14 to 20 per cent. No agreement 
could be reached, and it was announced tbat the pool would 
be dissolved after the close of the week. This week the dif- 
ferent lines are reported to be competing actively, aud to 
have reduced the fourth-class rate to 8 cents per 100 lbs. 
The apportionment under the pool was: Chicago & Alton, 
39}¢ per cent.; Wabash, 32; Chicago, Burlington & Quincy, 
1414; Illinois Central, 14. 


Western Car Weighing Association. 


The Western Railway Weighing Association weighed 58,- 
057 cars of freight in Chicago daring the month of August, 
against 68,480 in August, 1883, and against 51,815 in July, 
1884. During the year ending Aug. 31 the 15 roads iv the 
asseciation weighed 619,519 cars of freight, against 575,165 
during the preceding year, an increase of 44,426 cars. 
A New Lake-and-Rail Grain Line 

A new Milwaukee grain line, by which it is proposed to ship 
wheat from Milwaukee to Baltimore via the Graham & 
Morton Transportation Co.’s Lake Michigan steamers to 
Benton Harbor, Mich., thence by the Cincinnati, Wabash & 
Michigan Railroad to the Baltimore & Obio at Milford 
Junction, and from that point east, is now in operation, the 
first train of 20 cars of spring wheat having being delivered 
to the Baltimore & Ohio Sept. 12. 


| 
| New Chicago Switching Tariff. 


The general freight agents of all the lines centering in Chi- 
cago bave issued the following minimum switching tariff: 
** On all freight, including coal and coke, and excepting 
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Chicago, a charge of not less than $1 per car will be made 
for switching delivery at the yards. This charge in all 
cases to be added to the through rate, regardless of the 
original point of shipment, and allowed to the terminal 
road in addition to its proportion of such rate, and must be 
shown separately on way-bill, as a delivering expense. All 
connections must provide for same in contracts and bills of 
lading. 

‘On all property consigned to Chicago and reconsigned 
to the Union Stock Yards, a charge of not less than $3 per 
car will be made for switching delivery at the yards. 

“* All car-load freight consigned direct to points beyond 
Chicago will be delivered free of switching to the connecting 
road. 

‘* All coal and coke consigned to parties in Chicago, and 
upon which orders are given for reconsignment to points 
beyond previous to the arrival of the property in Chicago 
or at the yards of the roads near Chicago, will be delivered 
to the connecting road free of switching. 

** All coal, cok», lumber, staves, heading, and like freight 
consigned to partiesin Chicago, upon which orders are given 
for reconsigismert to points beyond after the arrival of the 
property in Chicago, or at the yards of the roaés near 
Chicago, will be charged vot less than_$2 per car for switch - 
ing to the connecting road. 

** All coal, coke, lumber, staves, heading, and like freight 
consigned to Chicago parties and reconsigned by them to 
points in and around Chicago which are beyond the rails of 
the carrying line will be charged $2 per car for switching 
delivery to connecting line, regardiess of whether the order 
for reconsignm:nt or delivery is given prior to the arrival 
of the freight at Chicago or not.” 


Wheat Transportation on the Upper Mississippi. 
As evidence that the railroads find the river an effective 
competitor in Minnesota, may be mentioned the report that 
the Diamond line of steamboats intend to build elevators at 
La Crosse, and run a short line of boats daily between that 
point and Wabasha, and a tri-weekly line between La Crosse 
and Dubuque, in addition to the line between Dubuque and 
St. Lous. 

lowa Live Stock. 
The State Auditor reports the live stock in Iowa, Jan. 1 
as follows: 
1884. 





J Inc.orDec F.c. 
CE dehdana, ceensaee 2,050,261 2.157,745 — 107,485 5.0 
PION wiwsccides aac 779 687 777,152 + 2515 03 
Mules 43.173 45,*53 — 2.710 4.8 
Shep 359 674 401,429 — 41,755 10.4 
Hogs. : 1,846,540 1,895,044 — 48.504 2.5 
Aggregate value.... $51,300,883 $52,752,439 — $1,431,556 2.7 


There is thus a decrease reported in all kinds of lve stock 
except horses, which is probably the result of three successive 
poor corn crops. The reduction in the stock of hogs is 
especially to be regretted, as they are needed to utilize the 
great crop of corn nowripening. It will not take long to 
increase the stock of hogs, but it cannot be made large this 

ear. 

. Southwestern Association. 

The Missouri Pacific has requested a new apportionment. 
Under the one now in force the Burlington, the Wabasb and 
the Chicago & Alton get 24 per cent of the shipments each, 
the Missouri Pacific and the Rock Island 14 percent. The 
Alton and the Wabash have lines to both Chicago and St. 
Louis, and the Burlington has two lines to Chicago. 


Central Iowa Association. 
This reorganized association, covering traffic between Chi- 
cago and Peoria on the east and Des Moines and some other 
Iowa points on the west, bas lately submitted the appor- 
tionment cf the business to the decision of Mr. George M. 
Bogue, Arbitrator, who has given 37 per cent. to the 
Rock Island, 16 per cent. each to the Burlington, the North- 
western and the Milwaukee & St. Paul, and 15 per cent. to 
the Wabasb. 
West Shore St. Louis Express. 

A fast train from New York and Boston to St. Louis has 
been put on, via the West Shore from New York and the 
Hoosac Tunnel! route from Boston, the Grand Truuk to De- 
troit. and the Wabash to St. Louis. The train leaves New 
York at 6 p. m., and Boston at 3:30 p. m., and reaches Sr. 
Louis at 8:40 the second morning. 


Through Cars from Atlanta to Texas. 
It is reported that a through passenger car will soon be put 
on between Atlanta, Ga., and Dallas, Tex., running over the 
Georgia Pacific, the Erlanger roads, and the Texas & Pacific 
A long ferry over the Mississippi at Vicksburg will be re- 
quired. 
Southern Railway and Steamship Association. 


At a meeting at Louisville recently, after much discussion 
it was determined to leave to arbitration the question 
whether the business of the Western Railroad of Alabama 
and the Atlanta & West Point Railroad is in whole or in 
part local to the Georgia Centrai and the Georgia railroads ; 
also the division of the cotton business of these roads if de- 
cided not to be local to these roads, and the division of cot- 
ton at Atlanta and Macon. Argumeuts are to be submitted 
to the arbitrators by Sept. 23. 

Maine Pleasure Travel. 
During ‘the seven days ending Sept. 3, 3,327 pieces of 
baggage were transferred at Portland from the Maine 
Central Railroad to the Eastern, and 1,102 pieces to the 
Boston & Maine—an average of 632 pi2ces daily—all from 
Boston. 

Indianapolis Trafiic. 

The number of loaded cars handled in Indianapolis was 498 
less during the first week of September than the week 
before, 3,253 cars less than in the corresponding week of 
last year, and 3,400 less than in 1882. The decrease is 
especially marked in east-bound freight. 


New England Traffic. 
The New England Car Clearing House reports the number 
of loaded cars entering New England in August to have 
been 34.883 this year against 33,863 last year, an increase 
of 1,020, or 3 per cent. 
Cotton Freights from Texas to the East. 


There is complaint at New Orleans that rates are made 
so low on cotton from Texas via Cairo and St. Louis 
to the East that New Orleans cannot compete. A 
telegram from New Orleans says: ‘“‘ The rate per bale from 
Cairo, Lil., to Liverpool, England, by rail and steamship via 
New York, is $2.50, while bere the charges by steamship 
alone are trom $2.65 to $2.70 per bale. Another serious 
drawback to the commerce of this city isthe bigh prices 
paid to laborers. According to the reports from several of 
the railroads the expense per car at St. Louis avérages 
$1.13: Cincinnati, 95 cents; Louisville, 70 cents; Mempbis, 
70 cents; Nashville, 67 cents; Mobile, 67, and Pensacola, 
71 cents, while here the expenses are $1.61. From the 
same sources it is ascertained that laborers at Cinciunati 
are paid $1.20 per day; Mobile, $1; Montgomery, 90 cents; 
Nasbville, $1; St. Louis, $1.25; Memphis, $1.10; Evans- 
ville, $1.25, and New Orleans, $1.50. ‘Thisexcess in charges 





live stock, consigned direct to parties at Union Stock Yards, 


for labor as well as the advanced rates of ocean freights 
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over those of the Northern seaports tends to divert trade 
from New Orleans, aud in case of strikes in the future, such 
as are now spoken of, the Crescent City will loss much of 
her trade. aN strike of all the bodies comprising the Trades 
Assembly is imminent on the 1st of October. The railroad 
companies declare they will not yield, but will lay up their 
traius first, if it lasts for a year.” 








OLD AND NEW ROADS. 


Americus, Preston & Lumpkin.—Messrs. Wright, 
Perkins & Co., A. & C. Wright, R. D. Smith and Geo. C. 
DePoister & Co, of Birmingham, Ala., are about to com- 
mence work on contracts they have on this railroad, a line 
37 miles long, to run from Americus to Lumpkin, Ga. 





Boston & Lowell.--The following is a description of 
the uniform which passenger conductors will be required to 
wear hereafter when on duty: The winter suit isto be of 
Aberdeen cloth. The coat is to be a double-breasted, reef- 
ing jacket sack, lined throughout with red flannel, length 
to be half way from bip-joint to knee. The summer suit 
will be of railway yacht cloth, and the coat will be a single- 
breasted sack, length to be about to the end of the fingers 
with the arms hanging loose at the sides. Each five years’ 
service as conductur may be designated by a gilt star upon 
the ends of the coat collar. Cloth and buttons for suits are 
furnished by the company, caps aud badges must be fur- 
ni-~bed and suits made at the «xpense of the men. 

To have insignia for length of service is a good idea. 


Buffalo, New York & Philadelphia.—E. R. Torrey; 
the only passenger injured at the Ischua_ bridge disaster in 
February, 1885, has brought suit for $40,000 damages for 
his i juries, which be claims to have incapacitated him for 
business permanently. 


Canadian Pacific.—General Manager Van Horne is 
reported to have said that this road will be constructed for 
more than $4,000,000 less than the estimate of cost made 
last session. ‘There isa good deal of tunneling, but not much 
of a formidable character. The longest tunnel is that at 
Lake Kamloops, which extends some 800 ft. Starting from 
tbe eastern slope of the Kocky Mountains, the road passes west 
through the Kicking Horse pass, the Rogers pass and the Eagle 
pass, coming out at Lake Kamloops. Fully two-thirds of 
the mountain work is of an easier character than that 
north of Lake Superior, 90 miles of the railway on the latter 
section costing more to build than the whole Rocky Moun- 
tain section. ‘The heaviest work is for a distance of 70 miles 
west of Sudbury Junction, and on the west slope of the 

Rockies, and both these sections will be finished this month. 
On the Lake Superior section of the line the tunnels have 
all been completed but one, and the heavy work may be 
considered as accomplished. Mr. Van Horne sees nothing 
to prevent the completion of the whole railway from Cal- 
lander to the Pacific Ocean by Sept. 1, 1885. The govern- 
ment sections in British Columbia, being built by Onder- 
douk & Co., are well advanced, and will b2 ready by July 
l next. Beyond Stephen, the summit of the Rockies, 28 
miles are now graded, and the rails will shortly be laid. 

A telegram from Montreal says that the company has dis- 
charged 200 mechanies from its car and locomotive shops 
there, ‘“‘baving more rolling stock completed than it can 
utilize.” 

President Stephens bas brought suit against Bradley Bar- 
low, ex-President of the Southeasterr, for $1,528,390, al- 
leged advances of the Canadian Pacific to the Southeastern. 


Central Lowa.—An Iowa paper, which is pretty well 
filled with attacks on the present management, says that the 
following telegram was sent by President Alfred Sully from 
his home in New Jersey to Mr. Pkelps, at Marshalltown, 
Iowa, at the time of the annual election: 

‘Insist on our inspectors taking charge of meeting. Let 
inspectors report throwing out their proxies and declaring 
vote carried by majority against any resolutions they pre- 
sent. * * * Pass resolutions declaring that they seek to 
wreck the property and are acting for Burlington road. 
G-t up something that will read well in the newspapers and 
in circulars to stockholders. * * * Put whole history into 
resolu iors and have inspectors declare them carried by forty 
thousand votes * * * You preside at meeting. * * * De- 
clare your resolutions carried and theirs defeated, no matter 
what beppens, and keep records in your pocket. * * * If 
inspectors declare our resolutions carried it will mix them 
up hopelessly Accept every courtesy they extend, but 
grant none. * * * Remember you are dealing with pirates. 
i rely on you to take care of that meeting. I could do it with 
forty legal votes, while you have forty thousand.” - 


Central, of New Jersey.—It is now reported that the 
appearance in tke market of the stock certificates which Mr. 
Vanderbilt has been carrying 1s due to the fact that he has 
been lending, not selling, the stock. Some have even inti- 
mated that all the noise made about it was for the purpose 
of bearing the stock temporarily, by creating the impression 
that Mr. Vanderbilt was selling out, and then squeezing the 
bears when they attempted to cover. 


Central Pacific.—The extension of the Oregon Division 
northward has reached Delta, 40 miles north of the old 
terminus at Redding, and 210 miles from Sacramento. This 
is four miles further than last noted. Regular trains began 
running to Delta Sept. 1. This shortens the journey between 
San Francisco and Portland to 59 hours, the stage journey 
being reduced to 24 bours. The fare between San Francisco 
and Portland by tbis route is $32. 

Ic is reported that this company has contracted to sell 
about 212,000 acres of land in Utah to Taity & Lewis, for 
a cattle ranch. ‘the company’s Utah lands have been 
about the most valueless of all that it owns. 


Chicago, Burlington & Quincy.—Regular train ser- 
vice was begun on the Odell & Concordia Branch Sept. 14. 
The traffic on the Nebraska lines is very heavy, testing the 
men and the rolling stock to the utmost. 

Tne new yards at Lincoln, Neb., bave about 40 miles of 
track, with storage capacity for 3,000 cars. 


Chicago & Great Southern.—Traip service was 
resumed on Monday of last week after having been sus- 
pended for four weeks for lack of money to pay the em- 
ployés. 

Chicago, Milwaukee & St. Paul.—An issue of 
5,000,000 of 5 per cent. bonds, running 30 years, and 
secured upon the terminal lands and other terminal property 
in Milwaukee and Chicago, has been authorized, to be issued 
as needed. None have been sold as yet, but offers bave been 
received for them. Puzart of the money raised is to be spent 
in additions to the facilities for-handling traflic in Chicago 
and Milwaukee, and $1,000,000, it is said, will be spent in 
Milwaukee alone within a year. 


Chicago & West Michigan.— Some time ago wages of 
track bands and watchmen were reduced to $1.15 per day. 
Recently a further reduction was made to $1 per day. 


Cincinnati, New Orleans & Texas Pacific.—It 
was widely reported last week that Maj. Frank 8. Bond had 
been elected President in place of John Scott. The basis for 
this report, as explained by Mr. Scott bimself, is this: An 


Executive Committee has been designated, at Mr. Scott’s 
urging, with power to speak for the London board. This 
will consist of Mr. Otto Piock, Isaac P. Martin, of Martin, 
Smitk & Whitehead, and Maj. Frank S. Bond, with head- 
quarters in New York city. Thougb bearing the title of 
President of the Queen & Crescent route, Mr. Scott is 
legally President of the Cincinnati, New Orleans & Texas 
Pacific, and New Orleans & Northeastern, and General Man- 
ager of all the syndicate roads. Mr. Plock is President of 
the Vicksburg, Shreveport & Pacific and Vicksburg & 
Meridian, and Mr. Augustus B. Abrahams, of London, is 
President of the Alabama Great Southern. It is also pro- 
posed that Mr. Bond shall be elected President of these com- 
panies as fast as the directors meet and consent to a change. 
Of course the boards of the roads owned in England will be 
guided by the wisbes of the London board in this respect. 
W bat the Cincinnati, New Orleans & Pacific directory will 
do, Mr. Scott does not pretend to say. For the time, he re- 
mains President of thy two companies, as before, aud Gen- 
eral Manager of all. He wi 1! now be able to refer to a com- 
— in New York matters that before had to go to Lon- 
on. 


Columbus & Rome.—The grading on the extension is 
finished within five miles of Greenville, and the tracklayers 
are not far behind. 


Connecticut & Passumpic Rivers.—At the anonal 
meeting last week the directors of the Connecticut River 
road, who are said recently to bave bought a very large 
share of this company, were elected directors, and a closer 
alliance between the two is expected. The Springfield Re- 
publican says of this and other combinations of railroads in 
V: rmont and New Hampshire: 

‘The Passumpsic system includes the Passumpsic road, 
between White River Junction and Newport, Vt., 110 miles; 
the Massiwippi, between Newport and Sherbrooke, 35 miles, 
which is leased to the Passumpsic; the Southeastern Rail- 
road of Canada, which connects with the Passumpsic at 
Newport. comprising about 300 miles, one-quarter of which 
is owned by the Passumpsic; and the St. Johusbury & Lake 
Champlain road, which crosses the Passumpsic at St. Jobus- 
bury, and is about 130 mileslong. Previous to the lease 
of the Northern and Boston, Concord & Montreal railroads, 
by the Boston & Lowell road, the Passumpsic had two out- 
lets for its Boston traffic; but when these roads both went 
into the hands of one corporation the managers of the Pas- 
sumpsic found themselves hemmed in by the Boston & 
Lowell on one side and the Central Vermont on the south, 
and wisely sought an alliance with the Connecticut River 
system. In this way the Passumpsic road now has two 
routes to Boston, one by the Boston & Lowell system, and 
the other by the Chesbire and Fitchburg roads. But in all 
probability the Boston traffic of the Passumpsic will con- 
tinue to be s-nt via the Boston, Concord & Montreal road to 
Boston, as it bas been in the past, provided as favorable 
arrangements are made for it as have been hitherto. 

‘“‘Tne northern railroads have recently been forming 
themselves into three separate and distinct systems. What 
is known as the Central Vermont system consists of the 
Central Vermont, Rutland, Vermont & Canada, Ogdens- 
burg & Lake Champlain, Grand Trunk, New London 
Northern and Brattleboro & Whitebali. The Passumpsic, in 
addition to the roads already mentioned, is working in close 
harmony with the Canadian Pacific. The Boston & Lowell 
has secured control, by lease or otherwise, of the Nashua & 
Lowell, Manchester & Keene, Concord & Claremont, Peter- 
boro & Hillsboro, Concord, Northern New Hampshire & 
Boston, Concord & Montreal. Tie Central Vermont Rail- 
road has two outlets for its Boston traffic, one by way of the 
Northern New Hampshire, and the other via the Cheshire 
and Fitchburg roads; and two outlets for its New York 
traffic, one via the Connecticut River line, and the uther by 
way of the New London Northern road, which is leased to 
it. The Connecticut & Passumpsic road is the natural ally of 
the roads comprising the Convecticut River line, and the 
fact that the relations between these several corporations 
will hereafter be of a friendly nature is welcomed by both 
the stockholders and the patrons of the line, and should 
result in future in a still closer alliance. Mr. Harris, who 
bas been President of the Vermont Valley, Sullivan County 
and Ashuelot roads for several years, was recently elected 
president of the St. Johnsbury & Lake Champlain road, 
and as he bas now become largely interested in the Pas- 
sumpsic road, all danger of the St. Johnsbury & Lake 
Champlain road becoming a competing line with the Pas- 
sumpsic for Montreal business, by the building of a short 
piece of railroad between Sheldon and the Montreal, Port- 
land & Boston road in Canada, as bas been threatened in 
the past, is averted, as the relationship between these roads 
will undoubtedly be barmonious in the future. 


Connecticut River.---This company bas secured a char- 
ter for a road in New Hampshire from South Vernon to 
Brattleboro, 10 miles, which would connect it with the 
awe road, and make it independent of the Central 
7ermont, 


Cresson & Coalport.—It is reported that a party of 
capitalists bave assumed the debts of this corporation and 
will provide means to resume the work of construction. 


Dakota Midland.—Mr. H. J. Cooper, who before had 
a contract for 20 miles, is reported to have taken one for the 
entire 108 miles from the Breckenridge line of the Manitoba 
road at Campbell, Minn. (about 15 miles southeast of Breck- 
epridge and 9 miles east of the Dakota line), nearly due 
west to Ellendale, Dak., the present northern terminus of 
the Janes River Valley line of the Milwaukee & St. Paul. 


Denver& Rio Grande.—Representatives of the En- 
glish, Scotch and Dutch bondholders have arrived to investi- 
gate the property and the condition of this compauy, and to 
take part in forming a plan of reorganization. 


Dunseith & Southeastern.—A survey has been made 
from the proposed eastern terminus at Minnewaukan, Vak., 
to Dunseith, 68°24 miles, under Mr. H. E. Talbott, of Minne- 
waukan. Av estimate for the grading is $92,812, and for 
the whole cost of the road $800,000, which nas been sub- 
scribed, Grading is to be begun in October. 


East Alabama.—The judgments obtained against this 
road by Hugh Carlisle and the Coosa River Navigation Co., 
ment.oned last week, were in a suit brought by Carlisle 

rowing out of the sale of the branch road from Attalla to 
Gadsden, Ala., 5114 miles, which was made by Carlisle io 
1871 for a specified sum, on conditiou that the East Alabama 
extend the road to Guntersville. This the company was not 
able todo. A newspaper report of the verdict is that it 
gives Carlisle possession of the road (meaning the branch 
sold, doubtless) and $21,000 damages. The last reported 
net earnings of the East Alabama were $10,000 in the year 
to June 30 1883. 


Georgia, Midland & Gulf.—The engineers have sur- 
veaee a line from Atlanta to Columbus, which is 103.3 
miles long. The location is not determined yet. 


Grand Trunk.—This company has concentrated the 
working of all its -Michigan lines under a single operating 
staff, which will work the Port Huron-Detroit line of the 





Grand Trunk, the Chicago & Grand Trunk, the Detroit, 


Grand Haven & Milwaukee and the Michigan Air Line. 
Mr. W. J. Spicer, General Manager, will bave his office at 
Detroit, where also will be Charles Percy, Secretary and 
Treasurer, and H. Roberts, Mechanical Engineer, both for- 
merly at Port Huron. Traffic Manager George B. Reeve 
remains at Chicago. 

Notice hes been given that this company will withdraw 
from the Hoosac Tunnel Line Oct. 1, the reason given being 
that the road is securing more traffic than it is allowed under 
the pars, necessitating money payments for the exc:ss 
c@ ried. 


Greenwood, Laurens & Spartanburg.—At the 
annual meeting in Laurens, 8. C., Sept. 13, Presideut Ver- 
dercy reported tbat the bridges and equipment were or- 
dered, aud that the road would be completed through to 
Spartanburg by the end of this year. The line extends 
from the northern terminus of the Augusta & Knoxviile at 
Greenwood, 8. C.. about 55 miles to Spartanburg. and with 
the Augusta & Knoxville is controiled by the Central of 
Georgia, and will enable it to compete with the South Caro- 
lina and Richmond & Danville for the traffic of the South 
Carolina up-couatry—a very light traffic, woich very poorly 
supports the existing roads. The points of actual contact of 
the three systems will be very few, however. 


Iron Railway.—Mr. William Robinson, chairman of 
the income or second-mortgage bondholders of the Iron Di- 
vision of the Toledo, Cincinnati & St. Louis Cv., hus brought 
suit to setaside the saie of the road under the first mort- 
gage, and have it put in trust for both classes of bondholders 
and an accounting taken of past operations. It is alleged that 
the Central Trust Company of New York was trustee for 
both classes of bondholders, and foreclosed under both 
mortgages, and the purchase should have been for the bene- 
fit of both, but the seconds were not protected ; that by 
their mortgage they were entitled to earnings above fixed 
charges to the extent of 6 per cent.; that they never con- 
sented to any consolidation; that the earnings have always 
sufficed for the fixed cl.arges, and a part, at least, of the in- 
terest on their bonds, but were wrongtully diverted; that 
the committee of tbe first mortgage bondbolders promised 
the committee of the seconds that they should have the 
same ravk in the new organization as in the old ; that, re- 
lying upon ubis, they took no steps to protect their proper- 
ty; but the promise was not kept, and immediately after 
the sale the purchasers turned the property over to the Jron 
Railway Company; and that before any stock in this new 
company was issued to the first: mortgage bondholders, how- 
ever, the second bondholders gave the company notice of 
their claim. 


Kansas City, Fort Scott & Gulf.—It is reported that 
the project to build the Kansas City, Clinton & Springfield 
road, for which the company recently asked subscriptions, 
is part of a contest that has been going on for some 
time with the Kansas City & Southern, to secure the coal 
lands in Henry County, Mo. Recently the Kansas City & 
Southern began to build toward the coal iand:, and there- 
upon the Fort Scott C »mpany began to secure the right of 
way for its proposed road. Each at the same time began 
to buy coal lands. Col. William Bailey, who is at the head 
of the Kansas City & Southern, claims that the credit 
of bis company was _ assailed Mr. Nettleton of 
the Fort Scott, and that suits for slander will 
be brought against him. He also claims to have secured 
17,000 acres of the best of the coal land, while the Fort 
Scott & Gulf people got but about 1,1L0 acres. And now 
it is reported that Mr. John O’Grady and other stockholders 
of the Fort Scott & Gulf propose to apply to the United 
States Circuits courts in Boston and Kansas City for injune- 
tions to restrain the directors from guaranteeing the pay- 
ment of the interest and principal on the bounds of the pro- 
posed road. They claim tbat, according to its charter, the 
corporation is authorized to operate the railroad, and the 
directors have no right whatsoever to guarantee the pay- 
ment of the bondsand interest thereof of any distinct road 
or corporation. The functions of the directors of the Gulf 
road are explicit and if they make any guarantee it will be 
ultra vires. These complainants are supposed to be more 
interested in the competing line than in the Gulf road. 


Lehigh Valley.—It is reported that this company has 
purchased the property of the Union Iron Works in Buffalo, 
covering 35 acres. Tiese works have been in operation but 
a few months (in 1880) since 1876. It is said that tbe rail- 
road company contemplates establishing Bessemer works 
on the premises. The works at present include three blast 
furnaces, a large rolling mill, and other shops, with their 
machinery, and the grounds have 3,200 ft. of water front 
accessible to the largest lake vessels. This latter fact indi- 
cates that the property bas special value as a railrvad 
terminus, especially for a company handling a large coal 
tonnage. 


Louisville & Nashville.—The New York Evening Post 
Says : 

“Mr. Smithers, the expert sent over to examine the 
condition of the Louisville & Nashville on behalf of the 
foreign stockholders, has completed his work satisfactorily 
and gone home. We understand, on what seems to be trust- 
worthy authority, that a syndicate of bankers bas been 
formed, who will take whatever amount of the $5,000,000 
bonds may be left after the stockholders have subscribed. 
Ooe Amsterdam banking-house is reported as ready to take 
$1,000,000, and the remainder are provided for in the same 
way. The price is to be 110 for the bonds, with an equal 
amount of preferred stock. The company have had offers 
for all the bonds at this price by bankers who wanted 10 per 
cent. commission, but refused to pay over 734.” 


New York & Boston Inland.—A meeting was held 
in Boston last week to revive this project. EEx-Mayor 
Palmer said the object was to build an air line 190 miles 
tong between New York and Boston, over which trains can 
be run iv three hours—a much greater speed than bas been 
found practicable on other railroads. Estimates were pre- 
sented that a double-track road would cost $25,000,000 
($181,578 per mile), and a letter was read from General 
Manager Hobart, of the Central Vermont, expressing bis 
belief that a road between New York and Boston, over 
which trains should run in 34% hours, would pay interest on 
#50,000,000. Another meeting is to be held Oct. 1. 


New York & Brooklyn Bridge.—Mr. Austin Corbin, 
President of the Long Is'and Railroad, has pro d to the 
cities of New York and Brooklyn to pay $250, per year 
for the right to operate the railroad over this bridge; or to 
pay $450,000 per year for the whole use of the bridge, con- 
tracting not to make fares higher than now established by 
the bridge trustees. 


New York Central & Hudson River.—An old Howe 
truss bridge over the Gulf at Lockport is being replaced by 
an iron bridge built by Alden & Lassig. One span of the 
old bridge, 125 ft. long, was pulled down last Sunday and 
the new span, about 80 ft. bigh, put in its place. The other 
span is to be replaced next Sunday. 


New York, Lake Erie & Western.—A telegraphic 
summary of the report of Messrs. Powell & Westlake to the 
English stock and bondbolders says that the balance of im- 
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mediate liabilities is about $4,477,316. ‘ The calculation of 
the amount of deficit,” the committee says, ‘‘ is based upon 
the state of affairs in July, and will, of course, vary from 
month to month, according to receipts of traffic. The causes 
which led to this floating debt seem wise and politic in 

hemselves, but the piling up of a large floating debt for 
even the best purposes is always more or less impudent and 
dangerous. The company’s credit might bave borne the strain 
of the recent panic, but it was broken up by the Grant & 
Ward disaster, and the funding of the floating debt is now iu- 
dispensuble. The statement recommends that the company 
should, without delay, raise a permanent loan of $5,000,000 
on available securities. Tbe successful placing of such a loan 
has throughout been a distinct condition of Mr. King’s ac- 
ceptance of the presidency. A point of real importance is the 
one of rates. It is notorious that various companies which 
share in and which should be friendly to the pool arrange- 
ment in regard to traffic rates are constantly accusing one 
another of breach of faith. It is also true that such charges 
are very largely based on fact. Good faith is preserved 
among railway rivals in England, and should be possible in 

America.” 

It was reported in New York this week that the prospect for 
raising money in England or here to retire the floating debt 
is so poor that Mr. King is likely to administer the road as 
Receiver instead of President. There has been no default 
in the pavment of interest which gives any right to bring 
svit for foreclosure, but a receiver might be appointed in 
the interest of the floating-debt creditors, perhaps. 

It is reported that the company last week contracted for 
the purchase of a large tract of land along the river in 
Rochester for a terminus, to pay $150,000, and to take pos- 
session abou. July of next year. 

The pay car was iv Buffalo last week paying the men 
their July wages in currency. For three months previous 
pavments were made in checks on the Bank of the Republic 
of New York, but the men found fault with this, some hav- 
ing trouble in getting their checks cashed. 


New York & New England.—Last Monday new Pull- 
man buif-t cars were put on the express train that runs 
between Boston and Washington. 


New York, West Shore & Buffalo.—Holders of about 
$16,000,000 of the bonds have signed a petition to Judge 
Daniels, of the Supreme Court. to re-appoint Vice-President 
Theodore Houston a Receiver of the road, 


Northern Pacific.—The contract for the construction 
of 25 miles of the Cascade Division has heen let to N. Ben- 
nett. This section diverges from the Kalama-Carbonado 
line at South Prairie, 26 miles southwest of Kalama. Sub- 
contracts for slashing and bridging have been let to Mr. 
Webster, of Montana, Fiske & McDonald, and S. F. Houle, 
ani for the first two miles of grading to Burns & Chap- 
man. The sale of liquor along the line of the work bas been 
prohibited by the contractor. 

The counties through which the road passes in Montana 
are preparing to levy a tax on this company’s surveyed 
lands and town sites, which it claims to be exempt from tax- 
ation, and which have, we believe, always been beld exempt 
on other land-grant roads under similar circumstances. A 
test case is tu he brougbt before the courts, the counties inter- 
ested bearing the expense jointly. 

It is generally understood that the directors will report 
against executing the lease of the Oregon Railway &Navi- 
gation Co.’s property on the terms proposed, which guar- 
anteed a yearly dividerd, beginning with 6 per cent., and 
rising in a few years to 8 per cent. 


Nova Scotia Coal Co.—The bridge of this company’s 
railroad at Bear Brook, N. S., about 90 ft. high, caught 
fire from a locomotive and was burned for 100 ft., Sept. 14. 
It is said that it is a great misfortune, and will prevent any 
further coal shipments this season, which leads one to sup- 
pose that they take more time to build a bridge in Nova 
Scotia than our railroads find necessary. 


Ohio Central.—The plan of reorganization as finally 
agreed upon and now submitted to the security holders for 
their signatures, provides for the issue of but one kind of 
bond, first-mortgage 5s, preferred stock and common stock, 
into which all the old securities are to be converted, the 
first-mortgage bonds to pay $5 per $1,000 for expenses of 
reorganization, the old income bonds to be assessed 10 per 
cent. and the old stock 244 per cent. in cash, and the various 
securities to receive: 


——-Stock.———— 
Bonds. Preferred. Common. 
First-mortgage bonds.... .. Ree rer 99 21 aa 
ECON, 8 nwdceee &hebcer ne 90 
Terminal Seabee nae aaa se 90 
COP TEN MRF iiieveccsed cxcdeccds 90 - 
‘ “ MMC actats casneuesnce ea 60 
- - OS aa eae ere P § 
INCOMO BOMAB..0- Se ces cee olseee 50 aa 
We fanaa raaleatins? Ws lknGasensaree 5 25 





- eeeeee ee ee ~~ 
There will be $6,500,009 of bonds, the interest on which 
will be $325,000, which is about $1,500 per mile of road. 
The preferred stock will amount to $6,000,000 and the com- 
mon stock to $5,500,000. 


Ohio & Lake Erie.—A meeting was held in Pittsburgh 
Sept. 17, of persons interested in constructing anotber road, 
to go by this name, between Pittsburgh and Erie, to occupy 
the bed of the old canal between Erie and Greenville. Mr. 
W. W. Reed, of Erie, is one of the prime movers in the en- 
terprise. 


Oregon Pacific.—The Portland Oregonian says that 
200 Chinamen have recently been added to the working 
force and 400 more were expected in a few days, which 
would make 1,000 in all that have been set at work within 
six weeks. The new Summit mills have got out all the 
bridge timber and it and otber mills are engaged on the ties 
and other timber. Before the end of August the graders on 
the Summit Division and those on the Bay Division were 
— seven miles of each other and the clearing was fin- 
ished, 


Oregon Railway & Navigation.—A reduction of 10 
per cent, in the wages “of em»loyés on the vessels was or- 
dered about Sept. 1, and resulted in a strike of some of the 
employés. The vessel sailing from San Francisco left as 
usual, but, it is said, not until the men were promised their 
old wages for the trip. The sailors bave received $1.50 per 
day, and the stevedores 30 cents per hour. 


Ortonville & Lake Superior.—A company with this 
name has been incorporated in Minnesota to build from the 
western border of Minnesota, at Ortonville, northeastward 
through Benson and St. Cloud to Duluth. 


_ Palmetto Railroad .—Work is said to be going on rap- 
idjy from Hamlet, N. C., on the Carolina Central, south- 
ane It is intended to reach Augusta, Gu., via Columbia, 


Pennsylvania.—Owing to scarcity of work 50 men 


peat Jaid off in the erecting shops at the beginning of last 
week, 


_ Philadelphia & Reading.—The company began pay- 
ing its employés for August on the 10th of this month, 
which is the first time for six months that it has begun pay- 
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ments on time. It is reported that the scrip which was } boro, IIL, are mentioned as pointson the line south of Spring- 
i-sued just prior to the property going into the hands of | field. 


receivers for $215,000 of over-due wages, has been taken up, 
and the company is about extinguishing the amount ad- 
vanced by Drexel & Co. in July upon coupons. Tbis amount 
was $750,000, nearly all of which has been paid off, and the 
balance is to be taken up before October 1. The earnings of 
the property in August are estimated at $2,100,000. 


Pine Bluff & Swan Lake.—The grading is nearly 
completed from the Texas & St. Louis road, near Pine Bluff, 
southeastward down the Arkansas River to Swan Lake, 
Ark., and tracklaying has been begun. 


Pittsburgh, Ft. Wayne & Chicago.—In equity 
proceedivgs in the suit of the Pennsylvama Railroad Co, 
against this company to compel the issue of $1,226,000 
of guaranteed stock, Friday of last week the affidavit 
of Mr. Roberts, President of the Pennsylvania, recited 
that the Fort Wayne was leased in 1869, since which 
time over $10,000,000 has been expended in improve- 
ments. It was agreed that there should be created a special 
stock. which was to be issued to the lessee at par to the full 
amount of expenditures. The defendant, until the spring of 
1881, approved the requisitions for improvements to their 
property, but then it refused to further issue the stock. 
The plaintiff made further improvements aud expenditures 
in 1882, 1883 and the first four months of 1884, and the de- 
fendant now refuses to issue the stork in payment for the 
work done and improvements made. The affidavit of John 
P. Green sets fort: that for a number of years after the is- 
sue of this guaranteed special stock was begun it was im- 
poss.ble to sell it at par value, at which it was issued. It 
was only after the Fort Wayre, by the prudent manage- 
went of the Pennsylvania, had been put on a paying basis 
that the value of this special stock appreciated in the 
market. 

For the defense, affidavits were submitted reciting that 
the petition of the plaintiffs is based on an alleged agree- 
ment, and that there was no agreement of this kind mude. 
The lease provides for an issue of stocks, bonds and other 
securities to be selected by the Fort Wayne Company. The 
company asserts that it has already issued the stock and 
wants to now issue bonds. The Pennsylvania Company, it 
is said, has refused to receive anything else except stock 
issued directly to it, and which it can lock up and vote on 
and in this way be able to control the corporation so as to 
be practicaliy both lessee and lessor. 


Pittsburgh Junction —The Pittsburgh people regard 
this very short line (44¢ miles) as a very important one, not 
only because it gives the Baltimore & Obiv a route through 
the city, but also because it counects a great many manu- 
facturing establishments tbat bave immensely heavy ship- 
meuts to make and receive, with each other and with otber 
railroads, so that it is expected to serve in a measure as a 
city freight road, saving much cartage on roundabout hauls 
by rail. It has been very costly to construct, there being 
nearly a mile of bridge and trestle work and a tunnel 3,000 
ft. long in the 44% miles. The line from the Monongahela to 
the Allegheny at Herr’s Island is expected to be ready for 
work by Oct. 1, and the whole road within a month. 


Pullman Palace Car Co.—It is reported that the earn- 
ings of the company for the first 1Ddays of September were 
larger than in any other 10 consecutive days of its history. 
The activity in passenger traffic caused by low faresis a 
great advantage to the sleeping-car company, which has the 
larger business and collects full charges. 


St. Joseph Valley.—Work was begun last week on an 
extension from Buchanan toSt. Joseph, Mich., which is to be 
completed by the close of the year. 


St. Louis, Creve Coeur & St. Charles.—The Indian- 
apolis Journal reports that the capitalists of that city who 
purchased this road, and who propose to extend it into the 
very heart of St. Louis, making it a cable Jine a portion of 
the distance in the city limits, are now all ready to proceed 
with the enterprise, having made arrangements for the 
money needed to complete and equip the road. 


St Paul & Minneapolis Elevated.—Articles of incor- 
poration of this company were filed in St. Paul, Sept. 13. 
Its object is to build an elevated railroad between the two 
cities named. The capital stock is $3,000,000, It is only 
within the cities that the track is to be elevated. 


St. Paul, Minneapolis & Manitoba.—Last Sunday 
some 40 employés of this road began taking up the rails 
of the Minneapolis & St. Louis on the land of an elevator 
company, which is reported to have given 10 days’ notice to 
tbe Minneapolis & St. Louis to remove them. The latter 
company attempted to back a train of 15cars over the place 
where the track bad been taken up, which resulted in piling 
up 10 of them and breaking up four. 


Shelby & Spartanburg.—It is reported that the Caro- 
lina Central and the Central of Georgia companies have 
come to an agreement whereby a railroad will be built from 
the western terminus of the Carojina Central at Shelby, 
N. C., southwestward about 35 miles to Spartanburg, S. C., 
there to connect with an extension of the Augusta & Knox- 
ville now under way. 


Sodus Bay & Southern.—This road, the control of 
which has been recently acquired by the Northern Central, 
is being put into first-class condition, the roadbed baltlasted 
and the bridges renewed. It is supposed that the Northern 
Central will use it as an outlet for coal to Lake Ontario and 
Canada. 


South Pacific Coast.—-Contracts have been let for the 
extension up the San Lorenzo River, in Santa Cruz Co., Cal., 
from the station at New Felton to the mouth of Boulder 
Creek, at the town of Lorenzo. The contract fixes the time 
of completion at Dec. 31, 1884. 


South Pennsylvania.—A dispatch from Hagerstown, 
Md., says that it will be made a point on the Baltimore con- 
nection of this road, which will connect them with the 
Western Maryland, ‘‘and thus secure an outlet to Baltimore 
54 miles shorter than the Baltimore & Ohio. It wil! also 
make connection with the Shenandoah Valley, which will 
form a short line from Pittsburgh to Southwestern Virginia 
and the South generally. The branch being constructed to 
accomplish this will be about 35 miles long, and through a 
country favorable to cheap railroad construction and rich in 
agricultural products.” 


Springfield & Southern.—A telegram from Hills- 
boro, Ill., says: ‘‘ A recent letter from Mr. D. T. McIntyre, 
of Mattoon, the President, indicates that the early and speedy 
construction of this road is now assured. In bis letter Mr. 
Mclotyre says that he has advices from London that $100,- 
000 of the money for building the road will be placed on de- 
posit Oct. 1, and $100,000 each thirty days thereafter, as 
per terms of contract. He says active operations will begin 
about Oct. 1. It is the company’s intention to ultimately ex- 
tend the road from Springfield to Chicago and muke it a 
competitor of the Iilinois Central. It will have a bonded 
debt of $10,000 per mile, making a total of over $5,000,000 
of bonded indebtedness,” 





Hillsboro, Greenville, Carlyle, Nashville and Murphys- 


Toledo, Cincinnati & St. Louis.—Thbe 5 per cent. 
assessment on stockholders of the Southeastern Division 
(Dayton & Southeastern Railroad Company) has been paid 
by every holder without a single delinquency. 

Troy & Boston.—The quarterly report to the New York 
Railroad Commission gives the following income account : 
ORG ai icn ion sis: aise age esanae eceeeee $104,970.83 
Operating expemses....... ... ..... 64,977 .02 


$39,993.81 
6,938 50 


~ $46,932.31 


Net earnings from operation ........ . «+ ..++ 
Income from other sources... ...........2+..200 cress 


NN Ee PPO ae ee re 
Fixed charges- 
Interest on funded debt 


$56,671.49 
584. 


RTL a used cpunaess sea twhs. ‘suiacre abun 
ee eee ere Tec 6,000.00 
—-—— ss 63,256.30 
PN 265.6500 kn ttanee ih inn hdgeceusebeate ths haaten $16,323.99 


Union Pacific.— President Adams has issued a statement 
of the business of the comnany for the year endiog with 
June last—the government’s fi-cal year. In it he says: 

‘*This period was one of gereral railroad_depression—a 
depression more especially felt by the Union Pacific system, 
owing to the covustruction of competing roads and the prev- 
alence ot a war of rates. The influence of this new con- 
struction and of the complications which grew out of it has 
not yet ceased to be felt. Thetwelve months in question 
covered, therefore, as unfavorable a period as the Union 
Pacific system 1s likely to pass through. It will neverthe- 
less be observed that during this most exceptional period, 
after paying every fixed chirge, including the requirements 
of the company’s sinking funds and all liabilities to the 
government, the surplus income of the system applicable to 
dividends amounted to 5.22 per cent. upon the company’s 
capital stock. 

‘Earnings (excluding St. Joseph & Western). $27,957,- 
484 ; expenses (excluding Sb. Joseph & Western), $15,682,- 
70146; taxes (excluding St. Joseph & Western), $822,- 
552.72: surplus earnings, entire system, $10,452,230.39 ; 
income from investments outside the system, $619,617 ; 
expenditures, $7,276,218.79 ; which, deducted from the 
surplus earnings and income, leaves $3,.795,628.60. Deduct 
United States requirements and add the amount received 
from tbe trustees under the Kansas Pacific consolidated 
mortgage on interest accounr, and a balance of $3.179,- 
704 97 applicable to dividends remains. The fixed charges 
of the Union Pacific system, including an estimated alluw- 
ance for taxes and payments to the United States under the 
provisions of the ‘ Thurman act,’ amount to $793,000 per 
month. During July, therefore (the latest for which returus 
have been received), the net income of the company over 
and ubove all fixed charges was at the rate of more than 
12 per cent. per annum on the company’s capital stock. It 
is proper to add that the eornings of the summer months are 
always much larger than those of the wiater. Those of the 
second half of this year are generaliy ahout 20 per cent. 
more than those of the first half. The Oregon Short Line 
will be completed to Huntington, the agreed point of con- 
nection with the Oregon Railway & Navigation Co.’s road, 
by Oct. 15. By Nov. 1 a connection will be effecte’. There 
is every reason to believe tbat this will immediately result 
in a large increase of traffic for both the Oregon Short Line 
and the Union Pacific. The latter will then be relieved of a 
heavy financial burden which it has been forced to carry 
much longer than was anticipated. The land sales have 
been larger than ever before, and deducting cancellations 
amounted to 4,819,400 acres, for which $15,273,486 was 
received,” 

The land sales for August aggregated 640,334 acres, for 
which $779,583 44 was received. Up to Sept. 1 the sales for 
the year amounted to 2,846,086 acres, and the amount re- 
ceived therefor was $5,249,219.79. 

The connection of the Oregon Short Line with the Oregon 
Railway & Navigation Co.’s line is expected to be made 
about Nov. 1. Track is being laid at both ends. An impor- 
tant increase of traffic isreasonably expected to follow the 
completion of the line. 


Virginia & North Carolina.—about 25 miles are re- 
ported graded. The work is now goingon in Mecklenburg 
and Brunswick counties, Va., but it is said that 400 convicts 
will soon be set to work near Petersburg. 

Western & Atiantic.—The Chattanooga Times says : 
‘‘About two months ago the management of the Western & 
Atlantic Railroad announced a reduction of 10 per cent. in 
the salaries of all employés, except train hands, which in 
clude the conductors, brakemen, etec., and the engineers. 
Now the wages of conductors and train hands have been re- 
duced 15 per cent. Tbe reduction was a genuine surprise in 
railroad circles, and especially to the employés itaffected. It 
was generally thought that an advance would be made about 
Oct. 1, when the heavy winter business usually begins.” 

This road, which, until recently, was the only one con- 
necting the part of the country west of the Alleghenies with 
the South Atlantic states, is now probably suffering a di- 
version of traftic to the new road between Macon and Chat- 
tanooga built for the East Tennessee Co. 


Western North Carolina.—The road having been 
completed as far as the contracc with the ‘state required, 
the contractors (in the interest of the Richmond & Danville) 
have tendered the state the final payment of $30,000, 
which is to complete their title to the road, formerly the 
property of the state. 


Winona, Alma & Northern.—It is reported that the 
right of wav between Pepin and St. Paul bas been secured, 
and that a force of men will soon be set at work on the Chip- 
pewa flats. 

Wisconsin, Minnesota & Pacific.—This company 
Sept. 11 filed a first mortgage for $1.320,000 in the office of 
the Secretary of State of Minnesota. The mortgagees are 
the Metropolitan Trust Company, of New York, and the 
amount is 315.000 per mile on the roadbed, right of way, 
etc., and $5,000 per mile on the rolling stock and equip- 
ment. The road mortgaged is the Minnesota Central from 
Red Wing, via Cannon Falls and Faribault, to the junction 
with the Minneapolis & St. Louis road at Waterville, a dis- 
tance of 66 miles. The money raised is to be applied to 
building an extension of what is known as the Minnesota 
Central from Waterville to Gaylord on the Pacific Division 
of the Minneapolis & St. Louis, and thence westerly into 
Dakota, and ulso to bui'd bridges for an eastern extension, 
if needed, over the Mississippi at St. Paul or Minneapolis 
and at Red Wing, and over the St. Croix and Chippewa 
rivers at points vet to be named. Theinstrumentis signed 
by Charles F. Hatch, President, and L. Z. Rogers, Secre- 
tary. for the railroad, and by Thomas Hillhouse, President, 
and Walter J. Buttan, Secretary, for the trust company. 


Wisconsin, Pittsville & Superior.—The President, 
Hon. Geo Hiles, of Dexterville, Wis., is holding meetings 
and trying to secure local aid for the construction of 
this road from the Green Bay & Winona road, near Dexter- 





ville, northward to Marshfield, and eventually northwest to 
Superior City. 





